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INTRODUCTION 

The  proposed  B'^.ck  B^^y  Center  Is  nn  urbpn  undert'^klng 
which  will  J^ffect  l^rge  numbers  of  people.   It  will  p.dopt  business 
facilities  to  pn  urb^'n  structure  on  p.n  aesthetic,  yet  functional 
b^sis.   In  pprt  it  will  include: 

p.  A  forty-story  office  building,  ^nd  three  sitipller 

office  buildings; 
b.   A  modern  "p11  we^th^r"  midtown  shopping  center  con- 
t^'lning  ^    four-story  department  store,  ^nd  p.  three- 
story  mercantile  building; 
0.   A  750  room  hotel  ^nd  p  motel; 

d.  A  convention  h=ll  ^nd  exhibition  building; 

e.  A  new  r^ilropd  stption. 

A  photograph  of  the  proposed  development  shown  in 
Figure  1,  shows  how  the  development  fits  into  the  structure  of  the 
old  city,  «nd  how  unusual  prchitectur^l  pttr^ctiveness  will  be 
achieved. 

The  Beck  B^y  Center  is  located  on  the  site  of  the  Bostor 
pnd  Albany  Railroad  B^ck  B^y  Y^rds.   It  is  in  p  sens'=  the  westward 
extension  of  the  quality  purchasing  pre^  now  fronting  Boylston 
Street.   It  is  the  culminption  of  the  most  importpnt  locptional 
shift  in  the  City's  retail  business  pctlvity  during  the  past 
twenty-five  yeprs — p  shift  Iprgely  attributed  to  increased  access- 
ibility in  the  Bpck  Bpy  prep — encouraged  by  improved  subway  ser- 
vices and  accelerated  by  th^^  relatively  superior  ropd  pnd  parking 
facilities  pv^ilpble  there. 


G-re??.t  care  Is^  beln??  taken  to  moke  the  Center  readily 
accessltle  to  the  Irrge  numbers  of  people  which  will  visit  it  by- 
foot,  by  mass  transportation,  and  by  private  rutomobile.   Con- 
venience and  sp.fety  of  travel  into  and  about  the  area,  p.re  para- 
mount objectives.   It  is  recornlzed  that  the  success  of  the  Center 
will  have  a.  direct  relationship  to  accessibility  features,  that 
pcceasibility  is  requisite  for  marketability.   The  developers  are 
fully  cognizant  tha.t  improper  and  inadequate  transportation  fa.ci- 
lities  would  brln?;  to  the  Center  the  same  chronic  problems  that 
p.re  novr  repellin.j  people  from  the  central  business  districts  of 
most  large  cities,  particula.rly  Boston;  that  no  matter  how  ^jrep.t 
the  ma.rket  potentials,  nor  how  desirable  the  site  may  be  in  other 
respects,  transportation  is  the  key  to  its  success.   It  is  their 
basic  ideolop-y  to  attract  the  automobile  bf.ck  Into  the  city  by  the 
provision  of  superior  traffic  and  prrkin;^  facilities. 

A  p-ood  transportation  plan  hps  been  devised  for  the 
Center.   Roadway,  pedestrian  ways,  and  transit  facilities  are  an 
integral  part  of  the  over-all  development.  A  parking  area,  to 
accommod.a.te  about  6,000  cars  is  provided.   The  number  equals  the 
spaces  found  in  central  districts  of  many  cities  of  over  100,000 
population.   There  will  be  more  parking  spaces  in  the  Back  Bay 
Center  than  currently  exist  along  curbs  in  the  Central  Retail 
District  of  Boston. 


1  In  this  area  (bounded  by  School,  Milk,  Arch,  Chauncy,  Bedford, 
Wash.,  Boylston,  &  Tremont ) ,  there  are  approximately  iJ-,000 
available  curb  spaces  and  23,000  space  restrictions. 
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This  report  deals  with  traffic  and  highway  factors, 
Every  consideration  ha,s  been  given  to  basic  retailing  and  urban 
planning  concepts.   In  the  prep? ration  of  the  traffic  plpn  end 
in  the  evaluation  of  the  3?ck  Bay  Center  site,  the  following 
points  h^ve  been  carefully  studied: 

1.  The  nature  pnd  flexibility  of  the  adjoining  road  and 
trpnsit  patterns. 

2.  The  travel  times  pnd  relative  pccessibilities  by  auto  and 
transit  from  the  various  communities  in  the  trade  are? . 

3.  The  nresent  traffic  flow  patterns  in  the  site  environs, 
k.      The  magnitude  and  orientation  of  the  patrons  of  Back  Bay 

Center  (how  many  persons  will  visit  the  Center,  by  what 
means  of  travel  will  they  come,  what  will  be  their 
directions  of  approach). 

5.  The  relation  of  anticipated  traffic  flovrs  to  roadway 
capacities  and  to  highway  needs,  ?nd  the  development  of 
ways  to  efficiently  accommodate  these  volumes. 

6.  The  nature  of  traffic  circulation  plans  for  the  Center. 

7.  The  general  economic  aspects  involved  in  operating  the 
proposed  parking  facilities. 


_  II  _ 

Ch^^pter  II 
TRAFFIC  FACILITIES 

B»ck  B=y  Center  will  occupy  ^n  rren,  of  rbout  30  acres, 
TotPl  building  f>rea  will  be  approximately  2,300,000  sq.  ft.  (gross 
floor  area) . 
The  Trade  Area 

The  trade  area  of  B^ck  Bay  Center  Is  far-reaching.   Over 
1.5  million  persons  are  within  its  zone  of  influence  which  includes 
the  greater  portion  of  the  Boston  Metropolit-''n  Area.   The  Center 
will  attract  persons  from  all  of  the  various  communities  which 
comprise  the  City  of  Boston  as  well  as  m^ny  of  the  adjoining 
suburbs . 

The  trade  nrep  as  defined  by  the  market  analyst,  Kenneth 
Welch,  may  be  delimited  by  a  circular  pre  bounding  Revere,  Maiden 
and  Medford  on  the  north,  enclosing  Walthnm  f'nd  Newton  on  the  west, 
^nd.   encompassing  Roxbury  -'^nd  Hyde  Park  (Boston)  on  the  south. 
Principal  roadways  in  the  trr-de  are»  are  shown  in  Figure  2.   The 
importance  of  highway  facilities  is  rendlly  apparent. 
Existing:  Roadways 

Back  Bay  Center  is  stm.tegically  located  with  regard  to 
existing  land  use  and  transportation  patterns.   Unlike  the  central 
business  district,  it  is  not  a  focal  point  for  the  convergence  of 
trafficwnys  into  cowpaths.   The  streets  in  its  vicinity  Include 
many  high  type  ropdways.   Simple  connections  to  principal  Boston 
trafflcways  mnke  Back  B=>y  Center  automotively  accessible  from  all 
sections  of  the  trade  arep .   From  many  approaches,  it  can  "inter- 
cept" traffic  v/hich  would  otherwise  be  destined  to  downtovjn  Boston. 
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Huntington  Avenue  bounds  the  Center  on  the  south.   As  a 
multllf'.ne  ro^dw^.y,  gFnem.lly  divided,  It  extends  from  Copley  Square, 
west  through  Newton,  Wellesley,  and  beyond.   Its  Junctions  with 
Mf'sS'^'chusctts  Avenue  ^nd  J^rnalcaway  are  grade  separated.   Between 
Gainsborough  Street  nnd  South  Huntington  Avenue,  curb  parking  Is 
prohibited  during  commuter  hours  to  enforce  two  moving  Ifnes  in 
epch  direction, 

Boylaton  Street  bounds  B^ck  3r>y  Center  on  the  north.   It 
serves  as  an  east-west  distributor  between  the  Boston  Common,  the 
Charlesgate  Drives,  the  Fenway  and  Brookline  Avenue.  Its  present 
vridth  is  sufficient  to  permit  two  moving  lanes  in  each  direction. 
Brookline  Avenue,  which  connects  with  Boylston  Street  on  the  west, 
provides  two  moving  lanes  in  each  direction,  and  has  contact  with 
Riverwf'y,  (Route  l),  and  Route  9.   During  pe^k  hours,  curb  parking 
is  prohibited  to  Increase  the  over-all  efficiency  of  movement. 

Commonwealth  Avenue  (U.S.  Route  30)  Is  a  high  cappcity 
divided  multiline  highway.   It  extends  from  the  Boston  Common 
west  through  Brighton  and  Newton.   At  Kenmore  Square  it  connects 
with  Beacon  Street  o.nd  Brookline  Avenue.   Its  underpass  for 
through  traffic  under  Massachusetts  Avenue  eliminates  m^ny  cross- 
ing conflicts  ^nd  delays. 

Beacon  Street  provides  one-way  operations  between 
Centrel  Boston  and  Kenmore  Square.   Signals  are  progressively 
timed  and  multllane  operations  pre  pchleved.   From  Kenmore  Square, 
through  Brookline  to  Cleveland  Circle,  Newton,  it  is  a  divided 
multi-lJ'ne  roadway. 
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These  routes  provide  excellent  putomotlve  tr-'^fflcvrpys  to 
western  Boston,  Brookllnc,  md   p.djp.cent  suburbs.  Many  of  these 
routes  trf'.verse  fine  renldentipl  preps  md  ^re  ple'^slng  and  aes- 
thetic drives. 

The  Storrov/  MemoriPl  Highx>ray  (Embankment  Road)  is  a  re- 
cently completed  expressway  along  the  southern  banlc  of  the  Charles 
River.  It  has  diverted  much  tr'-^ffic  from  Beacon  Street  and 
Commonwealth  Avenue  reducing  route  volumes  rnd  relieving  traffic 
conditions  on  these  streets.   The  roadway  has  contact  with  Charles 
River  crossings  and  serves  ^s  a  distributor  for  traffic  movements. 
Storrovf  Drive  will  enable  motorists  from  northeast  Boston  to  ex- 
peditiously bypass  the  central  business  district  in  travelling 
to  the  Center.   On  the  west  the  highway  connects  with  Soldiers 
Field  Road  and  other  Metropolitan  District  Commission  p-^^rkways; 
on  the  east  it  will  connect  v^lth  p  central  traffic  artery,  Fitz- 
gerald Expressway. 

Columbus  Avenue  (Mass.  Route  28)  is  a  multil^^ne  traffic 
facility  locr^ted  about  a  quarter  of  a  mile  to  the  south  of  the 
Boston  Center  site.  The  route  serves  such  southern  Boston  com- 
munities as  Roxbury,  J^mnica  Plain  and  Dorchester,   Seaver  Street 
connects  Columbus  Avenue  with  Blue  Hill  Avenue,  a  mnjor  highway 
to  points  south, 

Massachusetts  Avenue  is  the  principal  north-south  route 
in  proximity  of  the  Boston  Center.   As  a  "crosstown"  distributor 
it  extends  from  the  Colonial  P^^rkway  on  the  south,  over  the 
Charles  River  on  the  Harvard  Bridge,  and  then  through  Cambridge  to 
connect  with  State  Routes  2,  3,  and  l6  to  the  north.   Multiline 
operations  -"re  achieved  along  many  sections  of  the  route. 
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There  are  many  local  streets  which  significantly  in- 
crease the  over-all  acces-^-ibility  of  the  Center.   Some  during 
peak  hours  serve  as  alternate  routes  for  mpjor  thoroughfares; 
some  currently  operate  as  one-way  streets.   Exeter,  Fairfield 
and  Gloucester  Streets  will  have  direct  contact  into  the  3=ck  Bay 
Center  and  will  efficiently  connect  Commonwealth  i\venue,  Beacon 
Street  and  Storrow  Drive  with  the  development.   Currently,  they 
pre   lightly  used,  even  during  pe^k  hours. 

Arlington,  Berkeley,  and  Cl'^rendon  Streets  currently 
provide  one-w^y  operations  in  the  environs  of  the  B-'^ck  B-'^y  Center, 
With  Dartmouth  Street,  they  are  to  bi=  developed  as  one-way  cross- 
town  surface  distributors  between  Storrow  Drive  and  the  extension 
of  the  Central  Tr-^fflc  Artery. 
ProT30sed  Routes 

The  automotive  J^ttr^ctiveness  of  the  B^ck  Bry  Center  la 
increased  when  highway  plans  for  the  Boston  ^rea  ar^  considered. 

The  Fitzgerald  Expressway  (Central  Traffic  Artery)  ia 
now  under  construction  between  the  Mystic  River  Bridge  Approaches, 
Charlestown,  and  Oliver  Street,  Central  Boston.   This  limited 

access  rof^dway  ia  scheduled  to  be  in  operation  at  about  the  time 

2 

Bf'ck  Bpy  Center  is  opened. 


2  The  section  of  expressway  between  the  Mystic  River  Bridge  and 
North  Station  (Storrow  Drive  interchange)  is  scheduled  for  com- 
pletion by  the  end  of  195^.   The  section  between  North  Station 
and  Oliver  Street  should  be  in  operation  before  the  end  of  1955. 
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The  expresRWP.y,  which  In  central  Boston  will  ^Iso  h^^ve  p.  surface 
distributional  ro'^dvmy ,  vrill  connoct  the  Sumner  tunnel  ^nd  the 
Mystic  P.lver  Bridge  with  Storrow  Drive.   It  will  be  '^  gren.t  -isset 
in  quickly  bringing  motorists  to  the  Center  "s  it  v/ill  enable 
pp.trons  tr-^ veiling  from  ep stern  pnd  northeastern  metropolitan 
Boston  to  very  rerdily  bypass  the  central  business  district. 

The  plpnned  Ch=rlesgpte  expresswpy  between  Storrow  Drive 
pnd  Boylston  Street  will  eliminnte  m^ny  vehlculpr  conflicts  cur- 
rently experienced  pt  intersections  of  the  Chp.rlesgpte  Drives 
with  Bepcon  Street  pnd  Commonweplth  Avenue.   This  limited  pccess 
connector  will  slgnificpntly  Increpse  the  flexibility  of  the 
stre°t  net  to  the  northwest  of  the  Back  Bey  Center, 

That  »  progressive  p.ppropch  is  being  tpken  by  concerned 
offlcipls  In  dopling  with  traffic  bottleneck  locptlons  In  the 
greater  Boston  '^rep  is  quite  pppprent.   Sulllvpn  Square  has  re- 
cently been  reconstructed  to  expresswpy  stpndards  pnd  will 
eventuplly  be  linked  into  the  new  Charles  River  Bridge  of  the 
Fitzgerald  Expressway.   The  Metropolitan  District  Commission  has 
installed  °   new  overpass  on  Arborway  pt  Forest  Hills  (Washington 
Street)  pnd  the  route  is  being  developed  to  expresswpy  standards. 
The  pprkwpy  lepds  directly  to  Back  Bay  Center  via  Jpmplcpway, 
Brookllne  Avenue  and  Boylston  Street. 

An  analysis  of  the  Master  Highway  Plan  for  the  Metro- 
politan oreo  reveals  that  thp  new  expresswpys  will  provide  a 
complete  service  between  the  C'=nter  pnd  all  sections  of  the  Boston 
Metropolitan  Arep. 
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Travel  Times 

Trp.vel  times  from  the  vr.rlous  communities  In  the  tr^de 
nre.i^.   to  the  Back  B^y  Center  were  determined.   Figure  2  shows  two 
minute  Isochroraes  for  off-pe^k  f^ver»ge  afternoon  trf'fflc  condi- 
tions. Driving  times  hnve  «).sRumed  re^.dy  p.ccess  from  north-south 
streets  to  the  Storrow  Memorial  Hlghwr^y,  the  development  of  the 
Chp.rlesgpte  Expressway  connector,  the  grp.de  sep^rc-tlon  of  Eoylston 
Street  at  Mass'^chusetts  Avenue,  and  the  operp.tlon  of  the  Fitz- 
gerald Expresswp.y  between  the  Mystic  River  Bridge  and  the  Sumner 
tunnel  with  Interchange  to  Storrow  Drive.   Without  these  Improve- 
ments, the  time  values  Indicated  would  be  slightly  Incrensed, 

It  Is  nr)parent  that  the  Back  B^^y  Center  m^.y  be  reached 
more  quickly  by  automobile  from  many  portion?  of  the  Boston  Met- 
ropolitan Area  thm  the  Central  Business  District.   .\11  of  the 
m-'-rket  c^m  easily  re^ch  the  Center  within  a  half  hour.   Route  128, 
the  circumferential  expressway  "round  greater  Boston  Is  only  25 
minutes  distant  from  the  B^ck  B^^y  Center. 

High  spend  levels  on  Storrow  Drive  reduce  spatl^il  Im- 
pedlveness  ftlong  the  Charles  River.  By  this  expressway's  con- 
nection with  Metropolitan  District  Commission  parkways,  driving 
times  to  many  district  regions  pre  reduced.   Limited  access  road- 
ways permit  motorists  from  E°st  Boston,  Chelsep,  and  Everett  to 
quickly  re^ch  the  B^ck  Bay  Center.   On  the  other  hand,  traversing 
through  the  central  business  district  over  existing  streets  it 
takes  as  long  ps  10  minutes  to  roach  the  Center  from  points  under 
two  miles  away. 
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The  e^se  by  which  B^^ck  B-'^y  Center  mry   be  reached  from 
the  west  Is  Apparent.  Very  fs^vorr-hle  time  distance  rel-'^.tlonships 
prevail  on  Brookllne  Avenue,  ^nd  Jom^lcpwp.y,  Vl».  Commonwepith 
Avenue,  Befl.con  Street,  ^-nd  Route  9  (Huntington  Avenue  extended) 
patrons  from  ner^rby  suburbs  c^n  come  quickly  to  the  Center, 

As  the  Metropollt?'n  District  Commission  Incre^sslngly 
Improves  nnd  extends  Its  p^rkwpys,  travel  times  to  m^ny  outlying 
p.reps  will  be  reduced  and  overall  p.ccessiblllty  to  the  Back  Bay 
Center  made  more  attractive. 
Transit  Accessibility 

Existing  trr'nslt  routes  provide  attractive  -•accessibility 
to  the  Center.  The  general  p.'^ttern  of  transit  service  In  the 
Boston  area  (operated  by  the  Metropolitan  Transit  Authority)  Is 
shovrn  In  Figure  3.   The  tr^^vel  tines  shown  f^re  for  average  mid- 
day transit  operations.  The  v^lue  nnd  utility  of  the  rapid  transit 
lines  Is  obvious  -  they  Increase  the  accessibility  of  m^ny  outlying 
areas  In  South  Dorchester,  East  Boston,  and  Chorlestown. 

Two  street  car  subways  In  Boylston  Street  »nd  Huntington 
Avenue  will  directly  serve  the  Center,   These  surface- subway  rapid 
tr^-nsit  lines  will  quickly  ^^nd  conveniently  bring  pprsons  in  west- 
ern Boston,  Brookllne  ?>nd  W^tertown  to  the  Center.   During  an 
average  mid-day  hour  -"pproximptely  40  trains,  many  multiple  units, 
now  pass  the  site  In  e-'ch  direction.   With  these  subway  linos,  the 
Center  Is  only  pbout  5  minutes  running  time  from  direct  connections 
with  the  Cambridge-Dorchester,  Forest  Hills-Everett  (Washington 
Street  ^nd  East  Boston  Rapid  trrnslt  lines).  Many  surf-^ce  lines 
feed  these  routes. 
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Existing  surfpce  bus  routes  on  Mp.ssp.chusetts  Avenue, 
Boylston  Street  ^nd  Newton  Street  will  -"Iso  advantageously  bring 
transit  riders  to  the  Center,  In  addition,  buses  operating  on 
the  Worcester  Turnpike  (Route  9)  P»ps  the  site.   Transit  routes 
in  the  environs  of  3?clc  Bay  Center  ^re  presented  in  Table  I. 
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T^ble  I 
TRANSIT  ROUTES 

Route  Trains: 

Subx^yp.y  Lines       Mo.  Terminals  Midday  Hour 

In  Boylston  St. 

-  61   Clevel-'^nd  Clrcle-Lechmere  10 

vl"  3e-"con 

-  62   Boston  Colle-^e-Lechmere  10 

vip  Commonwe-'^.lth 

~  69       V/^tertown-Pf^rk  Street  8 

vir>    Commonveplth  Brlf^hton 

In  Huntington  Ave. 

-  39       Arborwn.y-P-"rk  Street  8 

57   He^th  &  South  Huntin^ton-Prrk  St.    6 

Route 
Bus  Routes         No.  Terninrls 

Vip  Boylston  St. 

52+       M'-^ss^chusctts   Stp.tlon-Bowdoln   Stp.tion 

55       Mf^ss^chusetts   St-^tion-Jersey  &  Qucensbury 

Via  Mp.ssp.chusetts 
Avenue 

^7       Massachusetts   Station-Dudley   Station 

-  76       Massachusetts   St?ntion-Horvard   Square 
Vl-'^  Newton  and  Huntington 

-  68       E"8t   Concord   and  Harrison-Copley  Squpre 
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Retrospect 

The  B^xk  E«y  Center  site  now  h^.a  good  pccefssibillty. 
It  Is  ej^slly  reached  over  existing  ro^-dw^ys  from  nil  the  coinmuni- 
tles  which  comprise  the  trnde  pren ,  the  gre-n.test  p^rt  of  the 
Metropollt-'^.n  region.  Route  developments  now  under  construction 
further  enhance  this  putomotlve  pccesslblllty.   The  pattern  of 
transit  services  in  the  Boston  nrcp  provides  convenient  Piid  easy 
access.   This  p.ccess  Is  mainly  achieved  by  the  surfp.ce-subws.y 
routes  which  p^ss  the  site. 


Ch?'Pter  III 
EXISTING  TRAFFIC  CONDITIONS 

Tr^'.fflc  conditions  on  ^.11  rondvpya  In  thp  vicinity  of 
the  Bp.ck  B«y  Center,  ^nd  on  principal  feeder  routes  were  examined. 
Field  counts  pnA.   observn.tlons  were  supplemented  by  df^t^.   procured 
from  public  offlcly'ls.   Inspection  cf  the  site  reveals  th^t  the 
Center  Is  v/ell  situated  tr-'^f flcx^rlse. 
Traffic  Volumes 

Proximity  of  the  site  to  existing  flov;s  c^n  be  ev-^lu^.ted 
from  rverr'ge  dally  flows,  .accordingly,  Figure  4  hf^s  been  prepared 
to  shox^r  existing  traffic  patterns  in  pro>jLralty  of  the  Center. 
Almost  100,000  vehicles  traverse  the  streets  surrounding  the  site 
on  a  typical  (1953)  weekday  ~  approximately  80,000  vehicles  during 
the  hours  th^t  the  retail  portions  of  the  Center  will  be  in  opera- 
tion.  The  greatest  flows  occur  6n  Huntington  ^^nd  Massachusetts 
Avenues  where  average  dally  volumes  exceed  30,000  vehicles.   Over 
15,000  vehicles  use  Boylston  Street.   Traffic  volumes  on  Stuart 
Street  and  Newton  Street  are  secondpry  while  the  average  dally 
movements  on  Exeter,  Fairfield,  Gloucester  ^nd  Hereford  Streets 
are  quite  minor. 

In  relating  volumes  to  capacities,  it  is  necessary  th^t 
key  hourly  flows  be  determined.   Traffic  volumes  h^ve  been  studied 
for  the  two  periods  of  the  average  week  day  when  maximum  total 
flow  conditions  are  likely  to  exist  in  the  street  network  surround- 
ing the  site.  These  times  rre:      (l)  the  "pe»k  street  traffic  hour" 
which  usually  occurs  between  J^:00  and  6:00  p.m.,  and  (2)  the  "peak 
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Bf'.ck  Br-^.y  Center  tr'^.fflc  hour-evening  openings"  which  m»y  be  ex- 
pected to  occur  between  7:00  .^.nd  9:00  p.m. 

Existing  tr.-'.fflc  volumes  during  the  per'.lt  street  tm.ffic 
hour  (the  p.m.  "rush" hour)  k'Ji-5   to  5' ^5   p.m.  "nd  r.   typlcr.!  mid- 
evcnlng  hour,  7:30-8:30  p.m.  hr.ve  been  suramr^.rlzed  In  Table  II.  It 
Is  apparent  that  the  greatest  flows  occur  during  the  rush  hour  and 
arc  directional  in  character.   During  the  mld-cvenlng  hour  volumes 
arc  somcwh-"t  loss  and  "prevailing"  directions  of  flow  ^^rc  almost 
indiscernible. 

The  vrestbound  rush  hour  volume  of  about  1500  vehicles  on 
Huntington  Avenue  is  the  raaxlnum  flow  experienced  on  streets  sur- 
rounding the  Center.   It  is  also  the  most  directional.   During  the 
evening  hour,  as  indicated,  volumes  on  Huntington  Avenue  and  Mass- 
achusetts Avenue  are  about  equal  and  approximate  800  vehicles  per 
hour  in  each  direction.   Traffic  movements  are  lighter  along 
Boylston.   Because  of  existing  one-way  eastbound  regulations  on 
Boylston  Street  east  of  Clarendon  Street,  there  is  ^  tendency  for 
the  overall  eastbound  movement  to  exceed  westbound  flows  at  the 
site. 

Traffic  volumes  shown  in  Table  II  represent  hourly  flows, 
On  key  radial  streets,  such  as  Huntington  Avenue,  15  and  30  minute 
periods  during  the  peak  hour  have  greater  Intensities  and  create 
volumo-capn.clty  conditions  which  might  be  obscured  when  hourly 
volumes  alone  are  considered.   Such  conditions  prevail  for  only  a 
part  of  an  hour. 
Pedestrian  Movements 

On  a  typical  week-day  there  arc  many  pedestrians  in  the 
vicinity  of  Back  Bay  Center, 
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TplDle  II 
PEAK  TRAFFIC  VOLUMES  -  ENVIRONS 
TypiC'^1  1953  D^.y 

Pe^-k  Street  Traffic  Hour         Evenlnr  Hour 
/i;ij.5-5:1^5  P,M.  7:30-8:30  P.M. 

Boylston  Street  Site 

E'^stbound  530  500 

Westtound  66o  375 

Exeter  Street 

Northbound  600  300 

Huntington  Avenue 

Eastbound  900  780 

Westbound  1^50  725 

Mp.ssp.chusetts  Ave.  (opproochinr  Boylston  Street) 

Northbound  810  750 

Southbound  1000  8^1-0 

Newton  Street  (^pproi^chinr  Huntln~ton  Avenue) 

Northbound  320  275 

Southbound  250  220 


-  17  - 

Recent  24-hour  (tx^ro  direction)  pcdestri^^n  flows  p.t   ncrrby  subvjp.y 
stj'tlona  approximate  the  following  vr.lues: 

Massrchuoettn  Avenue  Station  ^^-5,000 
Copley  Squj'.rc  StP.tlon  26,000 
Symphony  Station  li)-,000 

Mcchr.nlcs  Station  5,000 

Over  20,000  persona  traverse  3oylston  Street  (oast  of 
the  site)  betvioen  Berkeley  and  Cl'^rcndon  Streets  on  a  typical 
v;eekday;  a  like  number  are  found  on  Huntinp;ton  Avenue  at  Maasa- 
chusetts  Avenue.   Over  10,000  persona  traverse  Boylston  west  of 
Massr^chusetta  Avenue.   It  Is  'apparent  that  in  terms  of  pedestrian 
flows  the  site  is  strategic. 
Roadway  Operations 

Examination  of  tr^^ffic  flows  and  roadway  capacities  in 
the  streets  surrounding  the  Center  reveal  that  it  is  well  situated, 
Greater  roadway  capacities  exist  in  proximity  of  the  site  tha.n 
along  mrny  other  sections  of  the  sr<mo  streets;  favor-" bio  traffic 
operations  result.   Field  studies  indicate  that  movements  on 
Boylston  Street,  Exeter  Street,  ^nd  Huntington  Avenue  adjacent  to 
the  site,  and  on  Commonwealth  Avenue  and  Beacon  Street  nearby  are 
fluid,  even  during  the  peak  street  traffic  hours. 

Most  key  intersections  in  the  site  environs  are  signal- 
ized as  p-"rt  of  th-^  Boston  Tr-^ffic  Commission's  "Bf'ck  Bpy  System". 

3 

These  signals  operate  on  a  100  second  cycle;   timing  is  generally 

well  related  to  traffic  demands. 


3  The  intersection  of  Huntington  rxid   Newton  Street  is  an  exception 
and  operates  on  a  90  second  cycle. 


-  18  - 

Most  Intcrncctlonn  opcr-".te  on  2  vehlcul-'^.r  phases.  In  nddltlon, 
pedestrian  Interv.'^lB,  cither  Actuated  ("on  c^ll"  )  or  fixed  time 
PTC  usually  provided. 

Periodic  curb  parking  restrictions  ("No  Pr-rklng  8-10A,M," 
p.nd/or  "No  Parking  4-6P.M.")  ^ro  currently  in  effect  ^long  sections 
of  Brooklino,  Columbus,  Commonwealth,  Huntington  rnd  Massochusctts 
Avenues,   These  peak  hour  prohibitions  increase  the  number  and 
efficiency  of  moving  lanes  thus  providing  much  needed  attltional 
roadway  capacities. 
Route  Evaluations 

While  rush  hour  operations  rre  favorable  on  streets  at 
the  site,  it  should  be  noted  th^t  the  key  streets  serving  the  site 
are  among  the  principal  trafficv/ays  of  the  city  and  currently  carry 
hcr^vy  volumes  of  traffic  during  pe^^k  hours.  Ev-"luation  of  opera- 
tions on  principal  approach  routes  to  B^ck  Bay  Center  is  summarized 
in  Table  III.   A  discussion  cf  details  of  route  performance  ob- 
served in  the  field  studies  is  contained  in  Appendix  I, 

The  analysis  shows  thf't  when  roadway  cap?^ cities  -"re  re- 
lated to  peak  hour  volumes,  s-'^tur^'tion  occurs  at  some  locations 
along  routes  leading  to  the  Back  B-'^y  Center;  during  other  periods 
of  the  day,  traffic  volumes  on  these  streets  are  well  below  the 
capacity  limits.  On  some  of  the  routes,  while  there  are  no  accumu- 
lated delays,  indicative  of  saturation  flows,  traffic  volumes 
approach  saturation  vp.luos. 


i}-  Optimum  or  design  capacity  is  a  "luxury"  in  large  urban  areas, 
P3  volumes  tend  to  bo  governed  by  possible  capacity  or  sa.tura- 
tlon  flow  values. 
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It  should  be  noted  that  sp.turation  and  congestion  during  peak 
street  traffic  hours  are  prevalent  on  other  routes  In  the  Boston 
prea,  often  to  a  greater  extent.   The  performance  levels  attained 
on  routes  serving  the  Bpck  Bay  Center  can,  In  general,  be  consider- 
ed quite  favorable  when  ev?lu?'ted  on  an  urban  scale.   Traffic  has 
adjusted  itself  well  to  the  various  routes  serving  the  Back  Bay 
prea  and  the  BPck  Bay  Center.   Further  adjustments  will  occur  when 
improvements  concurrent  vrlth  the  construction  of  the  Center  rre 
achieved. 
Retrospect 

An  analysis  ana  evaluation  of  existing  pedestrian  and 
vehicular  volumes  and  roadvjay  capacities  on  the  streets  surrounding 
the  Back  Bay  Center  reveal  that  it  is  well  situated  trafficwise. 
This  is  true  even  though  some  restrictive  capacity  conditions 
develop  along  principal  feeder  routes  during  peak  street  traffic 
hours. 

A  traffic  plan  which  has  been  developed,  and  is  described 
later,  Increases  the  street  capacities  in  the  vicinity  of  the  Back 
Bay  Center  to  provide  adequate  services  for  the  accommodation  and 
dispersal  of  vehicles  using  the  Center.   Traffic  to  the  Center  is 
prsperly  considered  in  relation  to  other  traffic  on  the  streets. 
This  plan  is  carefully  integrated  with  indicated  plans  of  public 
bodies  for  expressv/ays ,  route  Improvements,  and  intersection  treat- 
ments in  Metropolitan  Boston. 
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Route  &  Location 


Tp.TdIc  III 

EVALUATION  OF  STREETS 
Rush  Hour  Operations 
Principal  Approach  Routes 

(Direction  of 
Heaviest  Flows) 

Moving  Q,uallty     Intersection 
_  _  L^nes^  _  of_Fl,ow  _Appro£ch  Condi, tj,ons_ 


Beacon  St: (Berkelev  St. 
to  Kenmore  Square)      3     Good 

Hoylston  St:  (Dartmouth 
St.  to  Brookllne  Ave.)   2     Good 

Brookllne  Ave: (Boylston 
St. -Route  9)  2     Good 

Columtus  Ave: (Newton  St.- 

Roxbury  Crossinrr        2     Good 
Roxbury  Cr.-Eg'leston  Sq.  2     FPlr 

CoramonTvealth  Ave. -Arling- 
ton St.-Kenmore  Square  2     Good 

Kenmore  Square-  3     Good 
Brl^'hton  Ave. 

Exeter  Street  2     Good 

Huntina'ton  Ave.  Rtc.  9- 
Gopley  Sq-Galnsborough  2     Good 

Galnsborou-Th-W'^shinrton  Avc.- 

iBrookline)    2     F^ir 


Massachusetts  Ave. -Charles 
River-Columbus  Ave,     2     Poor 

Colurabus-Tr^mont   2     Fair 

Newton  St:  Tremont-      1     Ff-lr 
Falmouth 

Storrow  Drive-Lonrfellovr  k 
Brid^e-Soldlors  Field  Rd. 


Kenmore  Sq.  (3) 
Mf'ssrchusetts  Ave.  (A) 
Park  Dr., (A),  Rte.9  (3) 


Mi^ss.  /ive.,  Roxbury  Cr.  (C) 
Jackson  St . .E'leston  Sq.  (C) 


Clarendon  St .  .Ch^^rlesrate  Di 
Kenmore  Sq. (B) 
Boston  Univ. Bridge  (C) 
Brighton  Ave.  (b) 


Rujrles  St.jBrirham  Circle 
South  Huntlnj^ton  Ave., 
Brookllne  Ave.,  WashlntTton 
St.  (C) 


Boylston, Westland, Columbus (C 
Tremont  (3) 
Huntln:;ton, Newton  (3) 


StU'^rt  St.  (Dartmouth- 
Huntlnfton) 


1-2 


Excellent  - 

Frir    Df^rtmouth,Huntin~ton  (3) 


A  -  speed  reductions  required 
3  -  approaching  saturp-tion 
C  -  saturated 


Chapter  IV 
ANTICIPATED  VISITATION  AND  FLOW  CHAPACTERISTICS 

Traffic  volumes  pnd  conditions  which  might  be  expected 
when  the  3ack  Bay  Center  Is  In  operation  heve  been  determined. 
Calculations  have  been  developed  for  1955*   Consideration  is  given 
to  normal  traffic  growths  in  addition  to  movements  generated  by 
the  Center. 
Growth  Trends 

G-eneral  population  trends  for  the  Boston  area  in  the 
state  of  Massachusetts  are  presented  In  Table  IV.   Since  1910  the 
city  of  Boston  has  been  growing  at  a  slovr  but  steady  rate,  althougl- 
some  population  declines  occurred  during  depression  years.   Its 
1950  population  of  801,^1-^^*-  has  exceeded  previous  estimates  and  is 
kfo   more  than  the  19^0  population.   Growths  In  the  Boston  trade  aree 
pre  somewhat  greater.   The  Boston  Metropolitan  Area  and  the  State 
of  Massachusetts  have  Increased  their  populations  at  twice  the  rate 
of  the  city  proper;  while  the  population  in  the  city  of  Boston 
might  have  stabilized,  it  is  apparent  that  the  Metropolitan  area 
Is  growing. 

With  increases  in  population,  there  has  been  a  marked  in- 
crease in  vehicular  usage.   Between  19^0  and  1950,  as  shown  in 
Table  V  vehicular  registrations  Increased  kO   per  cent  in  the  State 
of  Massachusetts  as  compared  with  a  population  growth  of  less  than 
10  per  cent.   Based  on  state  registration  characteristics  and 
Metropolitan  Area  population  Increases,  it  is  reasonable  to  expect 
an  overall  traffic  increase  of  about  seven  per  cent  between  1953 
and  1955. 
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Tr.tle  IV 
POPULATI  ON  C  }lAR^  C TERI STI C  S 


Census  Area 

City  of  Boston 

Boston  Center  Trr.de  Are?. 

Boston  Mctropollt^^.n  Arer. 

Str.tc   of  Mp.ssr.chusetts 


Pot)ul?,tlon  1950 

fo  Increr.se 
19^'O-1950 

Soi,kkk- 

t^.Q 

1,587  >38 

5.5 

2,369,986 

8.8 

i^, 690, 514 

8.7 

Tp.ble  V 

VEHICLE  REGISTRATION  TRENDS 

Vehicles         /^  Increnses  Vehicles       ^  Increp.so 

1952  1952-19S0  1950  1940-1950 

All  Vehicles                1,376,058              7.0  1,280,329            40/^ 

Privr.te  Pr.ssenrer     1,189,133              8.0  1,098,770           41^ 
Vehicles 


In  projecting  traffic  growths,  It  w?.s  found  that  recent 
changes  In  traffic  regulations  and  nev;  street  developments  have 
altered  normal  growth  patterns  In  the  environs  of  the  site.   In- 
sufficient parking  pnd  terminal  facilities  have  had  an  impeditive 
effect  on  auto  usage  in  the  central  business  district. 

The  greatest  traffic  grovrths  on  routes  in  the  vicinity 
of  the  Center  have  occurred  along  Massachusetts  ^nd  Huntington 
Avenues.   The  latter  street  was  improved  in  19^1  when  the  subway 
v;as  extended  to  Symphony  Station  and  the  Massachusetts  Avenue  under- 
pass was  constructed.   The  opening  in  1952  of  the  Storrow  Memorial 
Highway  has  attracted  vehicles  otherwise  previously  using  Beacon, 
Commonwealth  and  Boylston  Streets. 
Visitation  Chpracteristica 

The  traffic  pttraction  of  the  mrny  diverse  generators 
within  3pck  3ay  Center  have  been  calculated.   Visitation  character- 
istics are  summarized  in  T^ble  VI. 

On  an  average  shopping  day  it  is  estimated  that  over 
70,000  persons  will  visit  the  Center.  They  cm  be  expected  to 
arrive  as  f  ollov/s :   3y  Mass.  Transit  ^nd  Taxi  -  51% 

By  Auto  -  35^ 

By  Walking  -  8^ 

Approximately  30,000  vehicles  can  be  expected  to  visit  the  Center. 
It  is  apparent  from  Table  VI  that  the  largest  attraction 
in  terms  of  attendance,  will  be  the  retail  selling  '^rea  which  will 
attract  about  70^''?  of  the  total  number  of  persons  visiting  the 
Center.   The  other  30^  will  be  about  evenly  distributed  betx^reen 
the  office  buildings  (12^);  the  railroad  station,  motel  and  hotel 
(10^)  pnd  the  convention  hall  (8/^). 


I 

-J 


Taxis  and 
(.No  Parking) 


Parking 
:::  Daces 


Automobiles 
{ rrivate 
Parking ) 


Mass,  Transit 
and  Taxis 


Walk 


Auto 


Total 
Persons 


Percent 
of 

Persons 


o 

o 

o 

o 

o 

o 

n 

o 

o 

o 

o 

o 
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8    8 
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It  should  be  noted  that  during  peak  shopping  periods,  as 
would  occur  Immediately  prior  to  Christmas,  the  retail  selling  area 
will  attract  an  even  greater  number  of  persons.   Visitation  on  peak 
days  should  be  30  per  cent  greater  thpn  that  experienced  on  average 
days. 

The  greatest  activity  in  terms  of  movement  can  be  expect- 
'^d  to  occur  between  3  ?nd  9  p.m.;  retail  -  evening  7  to  9  p.m.; 
office  buildings  -  afternoon  4  to  6  p.m.;  railroad  station  -  ■'after- 
noon if  to  6  p.m.;  convention  hall  -  evenings  7  to  10  p.m.;  and 
hotel  and  motel  -  3  to  7  p.m.   Traffic  plpns  for  th^  Back  Bay 
Center,  developed  in  Chapters  V  and  VI  have  given  careful  consider- 
ation to  all  visitation  charf>cteristlcs . 
Orientation 

The  traffic  gen^^rated  by  the  retail  section  of  the  Center 
is  directly  reletf^d  to  the  extent  of  the  sales  volum^^  of  its  stores 
As  these  values  consider  income,  car  ownership,  and  accessibility, 
in  addition  to  the  population  of  the  various  communities  within  the 
trade  area,  sales  become  a  better  reflection  of  expected  traffic 
characteristics  than  any  of  the  factors  considered  individually. 
The  magnitude  of  sales  is  an  index  of  activity  and  will  thus  be 
proportionate  to  the  traffic  generated.   Traffic  magnitudes  for 
ef'ch  locality  in  the  market  area  were  obtained. 

The  distribution  of  patrons  visiting  the  Back  Bay  Center 
is  presented  In  T^blc  VII.   These  orientations  were  developed  co- 
operatively with  the  market  analyst .   It  should  be  noted  that  the 
greatest  proportion  of  persons  will  be  attracted  to  the  Back  Bay 
Center  from  the  north  pnd  west  sections  of  its  trade  areas. 


Tr.tle  VII 
ORIGINS  OF  SHOPPERS 
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Fron  North: 


From  VJest: 


Belmont 

Arlinrton 

Cr.mbrld^^o 

Medford"' 

Somcrvillo 


Br.ck  Bay 

Brirhton 

Brookline 

Newton 

Wr.lthr.m 


From  Southwest: 


Jr.mn.lcr.  Pl'-^-ln 
Roxbury 
West  Roxbury 
Roslindp.lc 


From  Southeast: 


From  Er.st: 


Dorchester 
Hyde   Pp.rlc 


Chelser, 
South  Boston 
Everett 

Downtox^/n  Boston 
West   End 
Er.st  Boston 
Chr.rlestov/n 
Maiden 
Wlnthrop 
Revere 


^OTAL 


2\.h% 


3^.7/^ 


\k.h% 


20.6fa 


100.0^ 
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Predicated  on  the  degree  of  usage  of  transit  p.nd  auto- 
mobiles by  ps.trons  In  coming  to  the  3Pck  Bay  Center,  and  the  rela- 
tive accessibilities  of  the  various  communities  to  the  Center  vln 
these  alternate  means  of  travel,  directional  distributions  for 
automobile  trips  and  transit  trips  have  been  developed. 
Automobile  Distribution 

The  potential  vehicular  traffic  from  all  communities  in 
the  Back  B^^y  Center  trade  areas  has  been  assigned  to  the  various 
approach  routes  on  the  b^sis  of  driver  origins  ^nd.  destinations; 
see  Tf?ble  VIII.   Special  attention  w^^s  given  to  the  ^rea  street 
TD^tterns  ^nd  customer  ro^d-user  characteristics  -  customers  will 
tend  to  seek  out  the  e'-^siest  route  to  the  Center  from  their  origin. 
Traffic  movements  h^ve  been  assigned  with  regard  to  the  most  direct 
and  fluid  routes  of  travel;  relative  travel  times  by  altern^'te 
routes  were  carefully  considered.   The  prevalence  of  vehicular 
flows  from  the  north  j^nd  west  suburb^'n  communities  is  obvious. 

The  market  data  h^ve  assumed  that  the  Fitzgerald.  Express- 
way will  carry  Center  traffic  from  the  Mystic  River  Bridge  and  the 
Sumner  Tunnel  into  Storrow  Drive.   As  Indicated  in  Chapter  II,  this 
freeway  should  be  in  operation  by  the  time  the  Back  B^y  Center  is 
opened,  and  vrill  serve  as  a  collector  for  most  traffic  from  the 
eastern  portions  of  the  tr^-^de  area.   The  effectuation  of  b^sic  as- 
pects of  the  Center  traffic  pl^n,  Chapter  V,  h^^ve  also  been  assumed 


6  These  pre:  (l )  an  underpass  in  Boylston  St.  at  Mass.  Ave.,  and 
under  Huntington  Av^.  pt  Stuart  St; 

(2)  liberal  contacts  with  Storrov;  Drive; 

(3)  one-way  street  op'^rations,  northbound  on  Fair- 
field ond  Dartmouth  Streets,  southbound  on  Exeter 
"nd  G-loucestar  Streets 

(4)  Improvements  of  Ch^rlesgate  Drive, 
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The  relative  magnitudes  of  Back  Bpj   Center  traffic  and 
its  anticipated  distribution  in  the  environs  of  thn  site  ore  deplet- 
ed in  Figure  5.   As  would  be  expected,  the  grpatest  proportion  of 
vehicles  will  enter  the  Center  on  its  north;  the  amount  approaching 
from  the  Central  Business  District  is  very  light.   This  figure  clCrnr- 
ly  indicates  the  importance  of  the  north-south  streets  which  serve 
as  collectors  for  cnst-west  traffic.   The  usage  of  Storrow  Drive  is 
apparent,  p.lmost  one- third  of  fll  Center  bound  traffic  will  approach 
the  site  environs  on  this  expressway.   Over  25  p^r  cent  of  all  ap- 
proaching tri=fflc  is  found  on  Commonwealth  Avenue  pnd  Boylston 
Street.   That  "West"  is  the  principrl  direction  of  the  approach  is 
again  evident.   It  is  Important  to  note  that  the  nature  and  location 
of  the  contact  points  with  Storrow  Drive  will  have  significant  in- 
fluence on  the  pattern  of  traffic  distribution  on  the  streets  nnd 
the  environs  of  the  Center.   In  making  the  market  assignments,  as 
shown,  liberal  contacts  v/ith  Storrow  Drive  have  been  assumed.   Ef- 
fects of  varying  these  accesses  can  readily  be  determined  from 
Figure  5» 

In  the  Ipst  decade  the  greatest  population  growth  in  the 
Boston  Area  has  been  experienced  in  the  western  suburbs  of  Brookline 
Wntha.ra  and  Newton.   Growths  in  these  communities  hpve  exceeded  15 
per  cent  as  compared  to  a  metropolitan  ^rca  growth  of  about  9  per 
cent.   It  is  reesonpblc  to  expect  increased  settlement  of  these 
preas  on  a  decentralized  basis  in  the  near  future.   Directions  of 
ppproach  will  be  accordingly  effected.   The  development  of  express- 
ways in  the  greater  Boston  area  as  planned,  particularly  the  south- 
east and  southwest  routes,  will  decrense  travel  times  to  many 
communities. 
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The  trp.de  area  will  likely  be  extended  to  encompp.ss  such  outlying 
areas  as  Milton,  Q,ulncy  and  Dcdham.   Also,  the  expressways  will 
tend  to  shift  patrons  from  transit  to  vehicles  along  their  major 
zones  of  Influence. 
Transit  Distribution 

The  orientation  of  pptrons  riding  transit  vehicles  to  the 
Back  Bpy  Center  has  been  determined.   Consideration  v;as  given  to 
such  factors  as  route  running  times,  frequency  of  service,  p.nd 
number  of  transfers  required.   Table  IX  relates  trip  origins  to 
transit  routes  serving  the  site.   Directions  of  approach  of  transit 
patrons  are  shown  in  Figure  6 .   The  importance  of  surface-subway 
routes  is  clear.   The  rationality  of  th"  planned  Back  Bay  Center 
Station  is  obvious  -  73  per  cent  of  all  subway  riders  will  use 
routes  operating  under  Boylston  Street  at  the  site. 
Anticipated  Vg^hicular  Flows 

Anticipated  automobile  flow  patterns  were  developed  from 
the  visitation  data.   It  has  been  assumed  that  the  Center  would 
operate  at  its  designed  productivity  likely  on  optimum  condition. 
To  anticipate  the  heaviest  traffic,  it  has  been  assumed  that  an 
event  would  discharge  at  the  Convention  Hall  during  the  peak  street 
traffic  hour,  and  that  an  event  would  start  ^t  the  Convention  Kail 
during  the  peak  Center  traffic  hour. 

Ingress  and  egress  movements  into  the  Center  during  key 
hourly  periods  are  shown  grephically  in  Figure  7.   On  an  average 
week  day  almost  3500  vehicles  can  be  expected  to  exit  from  the 
Center  during  peak  hours.   The  effects  of  the  office  buildings  dis- 
charging pmployeos  during  the  peak  street  traffic  is  obvious. 
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Entrance  flows  of  over  i^000  vehicles  would  develop  during  the  peak 
Center  tre.ffic  hour.  Without  the  Convention  Hall,  total  floxrrs 
would  be  considerably  less;  maximum  hourly  movements  into  pnd  out 
of  the  Center  would  approximate  27OO  vehicles  and  vrould  occur  dur- 
ing the  Back  Bay  Center  traffic  hour  and  the  peak  exit  hour  respect- 
ively.  Peak  hourly  pre-Christmas  flows  would  approximate  5,000 
vehicles  if  the  Convention  Hall  were  holding  an  event,  or  3,500 
vehicles  otherwise.   These  would  occur  during  evening  hours  of 
operation.   Greatest  vehicular  movements  developed  by  the  retail 
area  occur  during  evening  hours.   Flows  developed  by  the  office 
buildings  arc  minor  except  for  a  considerable  exit  flow  during  the 
peak  street  traffic  hour.   Hourly  volumes  generated  by  the  rail- 
road station,  hotel  and  motel  arc  negligible. 

Many  of  the  vehicles  entering  the  Center,  especially 
those  destined  for  Convention  Hall  i^ill  bo  loading  or  unloading 
passengers  rather  than  parking  or  unparking.  Pickup  vehicles  have 
been  estimated,  to  approximate  a  thousand  vehicles  during  the  peak 
traffic  hours,  when  the  flows  shown  in  Figure  7  are  developed. 
Area  Traffic  Volumes 

The  anticipated  traffic  volumes  (Figure  7)  were  allocated 
to  each  approach  route  according  to  the  vehicular  traffic  distrlbu 
tion  previously  developed  (Figure  5).   Traffic  to  the  Center  is 
related  to  existing  highway  flows  projected  to  1955.   It  is  expect 
ed  that  some  of  the  existing  traffic  will  be  attracted  to  the  Center. 
In  developing  the  composite  flovr  patterns,  careful  consideration 
xvas  given  to  these  "diverted"  volumes.   Development  of  north-south 
one-way  streets  necessitated  some  reassignment  of  existing  volumes 
in  the  area. 
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To  grr.phlcr.lly  portray  routo  volumes  which  can  be  antici- 
pated during  the  hours  of  heaviest  total  demand,  trpffic  flow  dia- 
grams have  been  prepared.   By  relating  vehicles  entering  Back  Bay 
Center  on  the  various  approaches  to  the  functional  design  of  the 
roadways  vrithin  the  Center,  it  has  been  possibl"^  to  estimate  the 
Internal  flow  patterns.   Traffic  flows  during  the  peal:  street 
traffic  hour,  1955,  are  presented  in  Figure  8.   It  may  be  seen  fron 
this  diagram  that  the  highest  directional  volume  occurs  on  Hunting- 
ton Avenue  westbound.  This  value  approximates  1900  vehicles  (nortl 
bound).   As  shovm,  the  greatest  increases  in  total  flows  occur  on 
Boylston,  Fairfield,  Ex<"tcr  and  Gloucester  Stre-ts;  a  peak  flow  on 
Boylston  Street  of  almost  1100  vehicles  westbound  is  anticipated. 
It  is  significant  to  note  that  traffic  flows  developed 
by  Back  Bay  Center  arc  relatively  well  distributed  to  all  approach 
routes.   It  is  fortunate,  trafficwiso,  that  much  Center  traffic 
occurs  on  streets  where  oth'^r  traffic  is  secondary, 

Thn  pattern  of  internal  circulation  on  the  Ring  Road 
through  the  Center  has  greatest  v^-lu^s  between  Gloucester  and  Fair- 
field Streets,  and  at  Newton  Streets,  during  thr^   peak  street  traffic 
hour.   Elsewhere,  the  average  voluraf^s  of  th-^  internal  circulation 
system  vary  between  1000  to  15OO  vehicles  during  the  hour.   Dis- 
persal of  traffic  to  th'^  various  parking  areas  provid'^d  in  the 
development  is  evident. 

Thn  flows  ^^^hich  might  be  expected  to  occur  in  1955 
during  th°  peak  Cent^^r  traffic  hour  for  evening  openings  are  shown 
in  Figure  9« 
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The  totnl  traffic  novcmpnts  in  th-  streets  surrounding  the  site  r.re 
less  than  traffic  volumes  occurlng  p.t  the  peak  street  traffic  hour. 
However,  the  proportion  of  traffic  destined  to  the  Back  Bf^.y  Center 
Is  greater, 

Mpxlmura  flows  occur  eastbound  on  Huntington  Avenue. 
Total  traffic  lo?,ds  on  many  approaches,  such  as  Exeter,  Fairfield 
and  Gloucestrr  Streets,  are  greater  th^n  those  occurring  during 
the  peak  street  traffic  hour.  Movements  within  the  Center  Itself 
are  significantly  greater.   While  the  g'^neral  Internal  circulation 
pattern  is  quite  similar  to  that  of  the  peak  street  traffic  hour, 
during  the  peak  Back  Bay  Center  traffic  hour,  maximum  movements  on 
the  ring  road  approximate  3OOO  vehicles  per  hour. 
Retrospect 

A  study  of  thf^  generating  charactf^ri sties  of  the  Back 
Bay  Center  reveal  tha.t  approximately  25,000  motorists,  5>000 
pedestrians,  and  40,000  mass  transportation  riders  will  visit  the 
site  on  an  average  business  day.   They  will  be  a  hi^terorcneous 
group  v;ith  a  variety  of  desires  and  demands.   By  the  evaluation  of 
market  and  population  growth  dat-"  ,  it  hps  be^n  possible  to  assign 
vehicular  and  tr-'^.nslt  floivs  to  th':'  various  approach  routes  to  the 
Center.   Traffic  flow  diagr^^ms  h^^ve  then  been  developed.   These 
clearly  indicfto  the  relative  Importance  of  the  street  network  in 
the  environs  of  the  site. 
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ChP.pt nr  V 

ACCESS  AND  CAPACITY 

Thn  trp.nsport-'^.tion  plnn  developed  for  tho  Br.ck  Br,y  Contcr 
h?s  bo^n  cr.rofully  intorrr^'tf^d  into  tho  ^.rnr   street  system.   The 
rttrr.ctiv"  highway  -'^cc^ss  frnturos  dovolopnd  will  preclude  Inter- 
ference of  Center  tr-e.fflc  with  othnr  road  users. 
Trentmonts  for  Immediate  Environs 

The  general  treatments  in  th^  environs  of  th^  Back  Bay 
C'^nter  are  depicted  in  Figure  10,   A  grade  sepnration  is  planned 
to  carry  Boylston  Street  under  Massachusetts  Avenu*^ .   This  will 
correct  an  existing  bottleneck  end  will  greatly  increase  street 
cpp-'^clty  in  the  ^rea.   Tr-'-v^l  tim^^s  through  th*--  intersection  on 
both  streets  v;ill  be  reduced.   Tho  grade  sop." ration  will  permit  a. 
readjustment  of  th-^  tr^^ffic  signal  timing  -'^long  Massachusetts  Ave., 
particularly  at  Boylston  Street  and  VJestland  Avenue,  to  accommo- 
date increased  north-south  flovrs.   Special  consideretion  should  be 
given  to  the  placing  of  pedestrian  phases  "on  c^ll"  where  they 
appear  every  cycle.   The  street  car  tr.^cks  in  Massachusetts  Avenue 
(between  Newbury  Street  ^n6.   Columbus  Avenue)  are  not  used;  it  can 
be  expected  that  the  street  will  be  resurf^iced  to  improve  tho 
qu^^llty  of  operations. 

The  Charlosgatc  Expressway  as  proposed  by  the  Master  High- 
way Plan  will  be  an  important  limited  recess  connector  between 
Storrow  Drive  and  Boylston  Street,  The  overpasses  at  Beacon  Street 
and  Commonwealth  Avenue  will  advantageously  eliminate  existing 
points  of  congestion  and  improve  the  facility  of  movements  on  these 
east-west  routes. 
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With  its  direct  limited  recess  connection  vln  the  Chr'.ricf 
gp.te  expressway  to  Storrow  Drive,  '^nd  the  projected  underp^'^ss  -"t 
Massf^chusetts  Avenue,  Boylston  Street  will  become  r.n   incre'-^sinfjly 
attractive  route.   If  in  the  future,  congestion  develops  on  other 
routes,  such  as  Commonwealth  Avenue,  much  Center  traffic  will 
readily  be  attracted  to  Boylston  Street.   It  should  be  noted  that 
east  of  the  Center,  traffic  flow  patterns  on  Boylston  Street  are 
heaviest  eastbound.   It  is  planned  to  h-'^ve  the  roadway  space  allo- 
cated proportionately  between  Exeter  and  Clarendon  Streets. 

An  underpfss  of  Huntinrton  Avenue  near  Exeter  Street  will 
provide  direct  and  efficient  entr-^^nce  and  exit  to  the  Center  from 
Huntington,  Exeter  and  Stuart  Streets.   Left  turning  maneuvers 
across  heavy  opposing  flows  will  not  be  required.  An  additional 
westbound  trpffic  lane  on  Huntington  Avenue  during  the  peak  street 
traffic  hours  will  be  achieved  in  the  environs  of  the  site  by  re- 
stricting curb  parking.   In  addition,  loft  turn  lanes  on  Nexrton 
Street  will  -"Iso  improve  the  flow  on  both  streets  ^t  their  inter- 
sections.  To  encourage  the  use  of  the  proposed  underpass,  the 
eastbound  left  turn  at  Newton  Street  should  bo  prohibited,  at  least 
during  the  peak  street  and  Back  B^y  Center  traffic  hours.   It  is 
planned  to  relate  the  traffic  signals  at  the  intersection  to  those 
at  Exeter  Street  to  develop  progressive  flows  plong  Huntington  Ave. 

Full  use  will  be  made  of  .'^ll  streets  around  the  Center. 
A  one-way  distributor  system  h'",s  been  developed.   Under  one-way 
operations,  Dartmouth,  Exeter,  Gloucester,  and  Fairfield  Streets 
become  excellent  connectors  between  the  Bpck  Bay  Center,  Common- 
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8 

wealth  Avenue,  Beacon  Street  and  Storrow  Drive.   Hereford  Street 

can  remain  two-wpy,  but  It  will  serve  as  ^n  additJ.onal  distributor. 
It  should  bo  noted  that  the  direction  of  traffic  on  Exeter  Street 
has  been  reversed  to  conform  with  the  city's  expressway  and  major 
street  plans.   The  one-way  system  will  have  a  high  capacity,  and 
rs   Indicated  previously,  will  servo  many  persons  traveling  to  and 
from  the  Center. 

The  additional  contact  points  along  Storrow  Drive  have 
been  oriented  to  encourage  direct  ^nd  efficient  traffic  movements 
to  the  Center.   The  one-way  street  system  f^chieves  full  utility  in 
carrying  Center  traffic  which  would  otherwise  be  required  to  tra- 
verse through  congested  p.reas.   Motorists  nppropching  from  Cambridge 
over  the  Harvard  Bridge  will  be  able  to  use  Storrow  Drive  ^^nd  the 
one-way  system  in  com.ing  to  the  Center, 

Commonwealth  Avenue  c^-n  easily  ^accommodate  increased 
loadings  in  the  environs  of  the  Center  by  the  provision  of  three 
approach  Innes  at  key  intersections,  particularly  eastbound.   This 
can  be  achieved  by  markings  ^nd  parking  controls. 

It  is  nppprent  thf't  when   the  Center  is  in  operation, 
traffic  regulations  and  controls  in  the  are-'^  will  be  adjusted  to 
conform  with  new  traffic  patterns. 


8  Northbound:   Dartmouth  and  Fairfield 
Southbound:   Exeter  and  Gloucester 


The  one-wpy  system  related  to  Improved  surface  routes 
and  limited  access  facilities  develops  pn  outstanding  degree  of 
flexibility  on  the  approaches  to  the  Back  Bay  Center.   Patrons 
coming  by  auto  will  be  able  to  quickly  reach  the  development  over 
a  choice  of  alternate  congestion-free  routes. 
Sufficiency  of  Streets 

Based  on  the  above  plans,  the  possible  capacities  of  all 
principal  streets  pdjacent  to  Bpck  3py  Center  have  been  determined. 
Consideration  was  given  to  such  determinate  factors  as  the  number 
of  effective  lanes,  the  nature  and  type  of  interferences  and  per- 
tinent road  user  characteristics.   These  capacities  have  been  com- 
pared with  r^ntlcipated  traffic  Ic-^dings  (Figures  8-9)  and  traffic 
sufficiencies  determined.   Approximate  roadway  capacities,  the 
number  of  moving  lanes,  and  the  traffic  sufficiency  of  key  streets 
are  shown  graphically  in  Figure  11. 

The  traffic  adequ^'cy  of  the  street  system  adjacent  to 
the  Back  Bay  Center  is  readily  apparent.   There  are  virtually  no 
sections  of  roadvfay  having  capacity  deficiencies. 

Boylston,  Huntington,  Commonwealth  and  the  north-south 
streets  all  provide  capacities  in  excess  of  loadings  during  typlcpT 
peak  hours.   The  improved  operations  developed  on  Massachusetts  Av 
will  permit  satisfactory  flow  on  this  street  to  the  north  of  the 
Center.   Capacity  or  saturated  traffic  conditions  will,  however, 
occur  along  Nexvton  Street  and  Massachusetts  Avenue  south  of  the 
site.   It  should  be  noted  that  the  Planning  Commission  has  contem- 
plated the  widening  of  Newton  Street  ps  a  connector  to  a  south 
expressway,  and  that  this  improvement  villi   provide  the  increased 
lane  capacity  required. 
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Route  Improvemonts 

The  Mf'.ster  Hlahwp.y  Pl^n  for  the  Boston  Metropolitan  p.rep. 
is  shown  in  Figure  12.   The  ndv-'^.nt'^geous  rel'-^.tionship  of  the  Center 
to  proposed  expressw^^y  developments  is  "pp-'^rent.   Planned  express- 
ways will  supply  additioni'l  traffic  capacity  throurhout  the  trade 
area.   New  limited  r-ccess  routes  will  J^.ttr^ct  trr^ffic  now  using  kej 
radial  routes,  reducing  many  peak  hour  loading  Intensities, 

In  J'ddition  to  the  expressways,  Figure  12  also  indicates 
the  route  and  intersection  treatments  recommended  in  the  master 
plan,  p.s  well  as  the  few  minor  ■"dditlon'^l  Improvements  th-^t  are 
necessary  to  accommod'^tc  increased  route  volumes  generated  by  the 
Center.   Virtually  all  key  "bottlenecks  within  a  two  to  three  mile 
radius  of  the  Center  have  alre-^^.dy  been  recommended  for  treatment 
in  the  Master  Plnn.   Improvement  of  these  locations  is  necessary 
even  if  Back  Bay  Center  v;ere  not  developed.   The  m^'^ster  pl^n  has 
recommended  corrective  m^e-'^sures  for  capacity  deficient  sections  of 
Columbus,  Commonwealth,  nnd  Huntington  Avenues. 

Route  tr.-^ffic  flows  rlong  Huntington  Avenue  c?n  be  ex- 
pedited by  improved  signal  Inst'^ll^tions  and  operations,  and  by 
simple  intersection  channelizations. 

At  the  Route  9-Huntington,  South  Huntington  Junction,  the 
addition  of  p    few  channelizing  islf^nds,  and  -ibout  a  5  foot  widening 
of  the  north  curb  vrill  permit  two  effective  westbound  moving  lanes 
nround  turning  street  c^^rs.   With  interconnected,  ^^ctuated  signals^ 
peak  hour  street  traffic  problems  should  be  largely  alleviated. 
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On  Commonwealth  Avenue,  the  effective  removr.l  of  r.ll 
curb  porkinc-^  ^-t  Kenmore  Squp.re  will  provide  sufficient  nddltlon^^.l 
cp.pp.city  when  conditions  so  wp.rrp.nt.   The  M?.ster  Plnn  h».s  recom- 
mended the  Inst'^llP.tlon  of  traffic  slgn^-ls  ?>t  the  Commonwealth 
Avenue-Boston  University  Bridge.   Until  this  Intersection  is  re- 
lieved by  the  Belt  Expressway,  capacities  can  be  Increased  by  pro- 
hibiting left  turns  off  the  bridge.   An  alternate  route  for  this 
turning  movement  can  be  provided.   It  should  be  noted  th^^t  the 
Master  Highway  Plan  also  calls  for  reconstructing  Commonwealth  Ave, 
west  of  the  Brighton  Avenue;  this  widening  will  increase  the  auto- 
motive attractlblllty  of  the  Center  from  the  areas  along  its  extent 

When  the  Forest  Hills  elev-^^ted  line  oper^.ting  in  W^-^shing- 
ton  Street  is  replaced  by  a  sub^^r?y  route,  as  planned,  it  will  be 
possible  to  develop  rn  attractive  trafficway  on  the  street.   The 
nev/  ro^dv/ay  will  divert  vehicles  from  niternato  routes. 

The  widening  of  Newton  Street  to  connect  with  the  South 
Expressway,  as  contemplated  by  the  Planning  Comnission  is  a  ne- 
cessary improvement.   It  will  provide  «  much  needed  alternate  cross- 
town  route  somewhat  relievinc-  volumes  on  Massachusetts  Avenue. 
This  route  will  f^chicve  significance  "S  the  principal  route  to  the 
Center  from  the  South  Expressways  -"nd  the  new  markets  developed. 
Transit  Plans 

The  Metropolit'^n  Transit  Authority  is  doing  an  excellent 
job  in  providing  coordinated  m^^ss  transportation  services  in  the 
Boston  Firea.   Service  is  progressively  improved;  plans  hf>ve  been 
developed  for  extension  of  key  r^pid  transit  lines.   These  plans 
Include  an  increase  in  track  cappcity  of  the  surface- subway  routes 
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in  central  Boston;  this  will  permit  ^^.n  even  greater  number  of  sub- 
way tr'-^.ins  to  PASS  the  site  during  pepk  traffic  hours. 

It  is  repson^'^ble  to  expect  thr.t  transit  service  in  the 
environs  will  be  adjusted  to  chnnres  in  demand.   Possibilities 
exist  for  the  throUijh  routine  of  buses  on  Boylston  Street,  some 
into  the  Center.   Some  rerouting  of  buses  entering  the  Massachu- 
setts Avenue  Station  will  be  required,  --^s  the  planned  grade  sepa- 
ration -•'t  the  Massachusetts-Boylston  Street  intersection  changes 
the  physical  characteristics  of  the  intersection. 

Details  of  transit  facilities  at  the  site  are  subsequent- 
ly discussed. 
Resume 

The  trf'ffic  plans  for  the  environs  of  the  B^ck  B^y  Centei 
hpve  many  attractive  accessibility  features.   Sufficient  roadw^^y 
capacities  -"^re  provided  on  the  street  pattern  adjacent  to  the 
Center  to  r>dequr>tely  ^accommodate  pver-'^gc  peak  hour  flows.   Key 
route  deficiencies  on  princip^^l  ppprO'-^ches  to  the  Center  have  been 
recommended  for  correction  in  the  M^^ster  Highway  Plan.   Planned 
expressways  will  h^ve  a  favor^^ble  rcdistributive  effect  on  route 
traffic  patterns. 


Ch'^pter  VI 
THE  TRAFFIC  PLAN 

A   good  trr'.nsportp.tion  pl^.n  h^.s  been  devised.  It  rives 
cp.reful  consider^'tion  to  the  demands  of  vehicles,  pedestri^.ns  n.nd 
transit.   This  is  cler>rly  shown  in  Fig;ure  13.   Developed  coopera- 
tively with  the  Boston  Center  Architects,  the  figure  indicates  the 
composite  movements  of  ^automobiles,  service  vehicles,  subwp.ys,  and 
trains  within  the  Center,   The  intricacy,  yet  simplicity  of  the 
comprehensive  pirn  is  evident. 

The  traffic  plan  is  completely  and  effectively  integra- 
ted into  the  adjoining  street  pattern.   Its  many  interesting  ■'^nd 
unique  features  make  the  C-'^nter  easily  accessible  to  the  mobile 
Rutoborne  customer,  the  tr'^nsit  rider  fXid  the  pedestrian. 
Street  Contacts 

Tr^^.ffic  access  points  to  the  Center  h^^vo  been  carefully 
located  with  regard  to  directions  from  vrhich  motorists  will  ap- 
proach.  This  is  readily  -"ppr^rr-nt  from  the  detailed  rof^dway  plan, 
Figure  1^.   Proper  dispersion  of  traffic  on  contact  roads  is  at- 
tained.  There  is  full  utiliz'^.tion  of  the  peripheral  "contact" 
area.   From  all  principal  ^ppro-'^ches,  motorists  will  h-^ve  at  least 
two  opportunities  to  enter  the  Center. 

The  seven  points  of  entry  th'^t  h^^ve  been  provided  '•re 
designed  to  "invite"  ^nd  induce  motorists  into  the  Center.   There 
are  eight  exits  (Figure  13);  these  contact  points  vrill  enable  cus- 
tomers to  easily  ^nd  expeditiously  enter  -'^nd  le-^ve.   Contacts  are 
effected  by  sterdy  flow  deceleration  or  acceleration  maneuvers  ex- 
cept at  the  intersections  of  Boylston  with  F'^irfield  and  Gloucester 
where  two  ph^se  semi-actuated  signals  will  control  movements  into 
pnd  out  of  the  Center* 
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The  cont'^ct  points  provide  hlrh  c-"'.p".clty  to  efficiently 
meet  pe^'.k  exit  rnd   entrf'ncc  conditions;  ^s  previously  indicated 
p.bout  3500  vehicles  will  likely  exit  durlnc  pe^^k  Center  traffic 
hours.   The  times  to  lerve  the  Center  under  varying  exit  lo^ds  are 
Indicated  in  T"ble  X.   Within  '>  half  hour  250O  vehicles  can  be 
e^'sily  cleared;  if  this  exodus  is  effected  in  accordance  with  the 
relative  exit  c-^prcitles,  the  time  to  leave  is  even  leas. 
The  Rinrs  Ro°d 

A  one-v;»y  "ring  rof'd"  skirts  the  site.   This  road  is  the 
key  to  the  circulation  plpn  for  automotive  traffic.   The  ring  road 
Is  '"  slopinr"  road.   It  v-^rlcs  in  elevation  as  much  as  I7  feet,  yet 
gr'^des  pre  slight  ^-nd  almost  imperceptible;  its  mpxlmum  pgr^dients 
p.re  less  than  ^fi.      From  a  high  point  ^t  the  rallro?^d  ne^r  Boylston 
Street  and  Massachusetts  Avenue,  the  ro^d  drops  to  a  low  point  near 
Boylston  and  Exeter  Streets.   It  rises  again  to  go  over  the  rallro-'d 
at  Huntington  Avenue  and  ag^ln  slopes  downward  past  Mechanics  Hall. 
It  should  be  noted  grades  of  the  ropd  follow  almost  exactly  the 
existing  grades  -"long  Boylston  ^nd  Huntington  Streets.   Sufficient 
vertical  clearances  ^re  provided.   Except  for  at  Convention  Hall 
where  clearances  f^re  reduced  to  10  feet,  other  clearances  exceed 
12  feet. 

1.  The  numerous  points  of  Ingress  and  egress  to  and 
from  the  Bo.ck  Bry  Center  are  accomplished  off  of  the  ring  road. 

2.  The  ring  ro^d  hns  n  basic  width  of  33  feet.  If  the 
Convention  Hall  were  not  developed  this  width  could  be  reduced  11 
feet.   This  width  varies  throughout  the  extent;  the  ring  ro^d  has 
extra  width  where  the  greatest  tr-^-fflc  movements  and  conflicts  will 
occur.   It  provides  -"dequ'^te  ropd  way  capacity  (or  supply)  for  even 
peak  hours. 
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Trblc  X 
APPROXIMATE  TIME  REQUIRED  TO  EXIT 


Jles 

Tine 

to  Exit 

Ko.  of  Vehic 
Depp.rtln-' 

DispcrS'''.l  to  Exits 
Proportlonrte  to 
Kxlt  Cr^.iD^.citlcs 

Dispersal  to  Exits  In 

Conf ormj^ncc  with 

Kr.rkot  Distribution 

1000 

10 

14 

2000 

16 

25 

3000 

22 

36 

it-OOO 

29 

i^8 

5000 

38 

61 

3.   Step.dy  flow  will  be  achieved  alon^  the  ring  red. 
There  are  no  direct  crossinp-s  or  conflicts;  no  traffic  si.-n-'^ls; 
no  stoppages.   It  provides  adequate  and  safe  weaving,  merging,  and 
adjustment  distances. 

k.      The  ring  ro?d  provides  d.lrect  contact  with  all  prin- 
cipal levels  of  the  development.   Road  users  ha.ve  at  least  two 
opportunities  to  enter  or  leave  each  pr rking  level. 

5.  The  ring  road  is  completely  insul-'^ted  from  traffic 
on  the  circumferential  streets.   Motorists  ?re  concerned  only  with 
Center  trpffic.   Reasonable  speeds  cnn  be  safely  attained. 

6.  All  trr-ffic  movements  along  the  ring  ro-'^d  r>re  simple 
and  conventional.   Motorists  ere   not  required  to  make  a  multipli- 
city of  decisions  in  traversing  the  road. 

7.  There  pro  no  parking  interferences  on  the  ring  road 
because  parking  is  not  provided  on  the  roadway  itself, 

G-arage  and  Parking  Areas 

About  6000  parking  sprees  will  be  constructed.   Divided 
into  five  principal  areas  on  the  site  ^nd  additional  ^-reas  at  the 
Convention  Hall;  the  pr-rking  spaces  will  be  readily  accessible  fror 
all  points  of  entry.   These  arc^^s  will  h^ve  ten  entrr^nces  from  the 
ring  road.   They  will  serve  all  buildings.   Generators  of  heavy 
parking  demands,  such  as  the  shopping  center  and  the  super  market 
are  provided  parking  in  proportion  to  their  demands. 

Parking  is  principally  distributed  on  the  three  lower 
levels  of  the  developments: 

Track  Level         kQfo 

Intermediate  Level  35% 

Boylston  St.  Level  1?^ 
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If  it  is  desired,  It  is  possible  to  develop  additional 
pp,rking  under  the  l^ndscrped  p.ren   to  the  west  of  the  site.   Detail- 
ed parking  arrangements  are  shovm  in  Figures  15,  l6  and  1?. 

Adequate  parking  dimensions  have  been  employed  for  easy- 
customer  parking.   To  conform  with  architects'  building  plans  a 
30'  X  30'  column  spacing  h^s  been  indicated  on  parking  layouts. 
When  the  garages  pre  built  significant  capacity  increases  without 
sacrificing  operations  cpn  be  achieved  by  the  use  of  30'  x  27' 
spaclngs  of  columns. 

Basic  unit  parking  dimensions  are: 

Rp.mps        -  6%   gradient;  12  feet  one  w^y 
Aisles       -  Zk   feet 
Unit  Depths  -  60  feet 
Stall  Widths  -  8^-9  feet 

There  is  tx^ro-way  circulation  in  the  aisles.   All  parking 
is  at  right  angles  (90°).   A  system  of  internal  ramps  will  pIIow 
maximum  flexibility  within  the  rar^^ges  md  between  the  parking 
levels.   Parking  is  generally  removed  from  the  main  circulation 
aisles. 

All  parking  stalls,  ^nd  most  ramps  h?>ve  the  s^me  orient- 
ations. A  pattern  of  uniformity  is  developed.  It  will  be  easy 
for  customers  to  locate  pnd  "find"  themselves  within  the  parking 
areas.   Drivers  can  p=rk  °nd  lock  their  cars  and  then  travel  by  es- 
calators, stairways,  and  planned  walkways  to  all  p^^rts  of  the 
Center.   Upon  leaving,  motorists  can  quickly  drive  to  pp.rcel  de- 
livery points  and  can  conveniently  pick  up  passengers  before 
leaving  the  Internal  roadway  system  of  the  Center. 
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Autornptic  Integrn.tin?  devices  v;ill  be  used  to  IndicntG 
grir=-3e  'i.re«^.s  in  which  sppces  ^re  °vp,il".ble.   Consider^.tion  is 
riven  to  the  use  of  treadle  oper-'^ted  electric  si^nbo^.rds  -'^.t  en- 
trances Find  exits  to  fr^.r^ge  sections.   Motorists  will  thus  be 
directed  to  parking  spaces  with  a  minimum  of  del^.y  -"nd  cruising. 

The  trpck  level  parkin?  arr^-nreraent  is  shown  in  Figure 
15  (  the  elevation  of  this  level  is  ^-pproxiraately  6  feet).   Note 
the  easy  ramp  "out  in  the  open"  up  to  the  ring-road  from  the  Exetei 
Street  Underpass.   Bringing  this  tr^^ffic  into  the  lower  level  of 
the  Center  will  encourage  the  equ-'>lization  of  overall  parking  loadj 
Also  of  interest  is  the  pl-'^ cement  of  peripheral  r^mps  to  minimize 
effects  on  locsl  parking  circul^^tion,  and  reduce  conflicts. 

The  intermedirte  level,  Figure  16,  (elevation  approximate 
15')  h°s  mr^ny  frequent  and  easy  contacts  with  the  ring- road.   It 
has  a  direct  entrance  from  Exeter  Street.   Also  provided  is  a 
direct  exit  to  Belvidere  Street  xi/hich  has  been  designed  to  "colled 
vehicles  from  the  other  two  parking  levels.   One-way  garage  en- 
trs^nce  and  exit  aisles  conform  vrith  the  direction  of  flow  -'^long 
the  ring-road. 

The  Boylston  Street  level,  Figure  17 1  (".pproximate  ele- 
vation 2^')  has  unusupl  e^se  of  entrance  from  the  ring-ro^d.   Note 
the  "isolated"  open  air  parking  for  the  supermart,  pnd  the  exit 
rp.mp  into  the  rlng-ro^d  ne^r  Newton  Street. 

Additional  information  ^^nd  details  on  parking  are  given 
In  Appendix  II.   This  information  is  concerned  with  administrative 
decisions,  operating  practices,  and  legal  requirements. 
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Other  Features 

A  most  unusupl  feature  of  the  Center  Is  the  service  faci- 
lities for  comnierclpl  vehicles.   Goods  will  be  carried  by  trucks 
to  the  hl=2h  levels  of  buildings  md  will  be  distributed  by  eleva- 
tors downward.   A  truck  ropd  enters  off  Kuntlnr;ton  Avenue  on  rn.mps 
behind  Mechanics  Hp.ll;  It  e:oes  to  the  Super  Mn.rket,  thence  onto 
other  principal  bulldln^rs  of  the  Center  ».t  elev^-^tlon  52.   This  plpr 
of  overhead  service  h^s  unique  r.dv'^.ntpp'es.  The  truck  ro^'d  will  be 
sep^rpted  from  the  rln^  roPd  rnd  other  clrculptlon  routes  In  the 
3pck  Bp.y  Center.   Truck-vehlculp.r  conflicts  will  be  non-existent. 
Truck  servlclnfT  x^rill  be  cprcfully  screened  from  view,  thus  en- 
hp.nclng  the  overpll  n.ttrp.ctlveness  of  the  Center. 

Speclp.l  tpxl  pnd  pickup  fpcllltles  p.re  p.lso  provided. 
At  the  rp.llropd  station,  office  buildings,  Convention  Hall,  pnd 
hotel,  special  cpre  w-'^s  ?flven  to  the  development  of  direct  pnd 
convenient  tpxl  lopdln?  Pnd  storage  fpcllltles.   T^xls  will  not 
hpve  to  circulate  and  Intermingle  with  other  Center  traffic  when 
lepvlng  the  railroad  terminal. 

In  addition  to  direct  service  from  the  rlnj-road  (and 
taxi  road)  addltionpl  roadway  fpcllltles  serve  the  Convention  Hall. 
These  roads  will  provide  servlcln."  and  pick-up  at  the  Hall,  dis- 
tinct from  the  general  Center  circulation  plan. 

Sidewalks,  bridges,  pnd  escalators  are  locpted  to  serve 
principal  pedestrlpn  movements.   Pedestrlpns  cpn  conveniently  and 
safely  enter  from  subway  stations  and  key  street  contact  points. 
Pedestrian  conflicts  with  the  ring  ropd  pre  minimized. 


-  k9  - 

A   new  subx«;ay  station  is  planned  at  3oylston  -''nd  Fair- 
field Streets.   This  st^'tlon  is  to  have  ^  direct  all  weather  pede- 
strian contract  vrith  the  Center.   Pedestri-i.ns  may  le"ve  the  subw'^y 
pnd  enter  the  Center  directly  v;ithout  crossing  Boylston  Street  or 
the  rinrf  ro^d.   EP-sy  success  will  be  provided  from  the  existing 
Mechanics  Station  on  Huntin.Tton  Avenue  over  an  attractive  pedestri- 
an way. 

Carefully  placed  signs,  especially  designed  for  the 
Center,  will  give  directions  y^.nd  information  to  ^11  persons  enter- 
ing.  Judicious  use  of  color  schemes  on  these  signs  will  Increase 
their  clarity,  comprehensibility ,  r>nd.   utility. 
Retrospect 

In  summary,  a  complete  rof'dw^y,  traffic  and  parking  pl^n 
h^s  been  devised.   The  B^ck  Bp.y  Center  will  be  accessible  to  all 
types  of  customers  by  all  forms  of  transportf'tion.   Traffic  move- 
ments and  pf^rking  will  be  spfe  rnd.   ^ttrpctive.   Traffic  advantages, 
combined  with  other  unusual  features  of  the  Center  will  mnk.e  it  a 
most  unique  and  successful  development. 


APPENDICES 
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Appendix  I 

TRAFFIC  OPERATIONAL  DETAILS 

In  Chapter  III,  traffic  conditions  currently  existing  on 
principal  roadways  serving  the  site  were  discussed.   Durin?;  the 
field  studies  many  details  were  recorded  concernin^^  points  of 
traffic  congestion.   These  are  riven  in  this  appendix. 

It  is  not  the  purpose  in  presenting  this  inf orn/'-tlon  to 
imply  thPt  serious  conditions  of  access  prevail.   Rather,  it  is 
apparent  that  many  of  the  problpms  can  be  improved  or  remedied  by 
simple  and  inexpensive  treatments,  V^Jhile  these  are  discussed  in 
the  report,  it  is  apparent  to  one  fpmillar  with  traffic  matters 
from  the  following  descriptions  that  most  corrections  pre  not  dif- 
ficult, Mpny  of  them  will  require  only  basic  regulatory  treatment 

It  should  also  be  noted  that  the  problems  of  peak  hour 
congestion  are  similar  to  problems  which  prevail  in  p11  metropoli- 
tan areas  1- 

Two-lane  operations  in  each  direction  on  Boylston  Street 
provide  sufficient  capacities  throughout  its  extent,  even  In  peak 
hours.   The  greatest  reduction  in  the  facility  of  flow  occurs  at 
this  junction  with  Massachusetts  Avenue,   Brookline  Avenue  which 
connects  with  Boylston  Street  operates  fluently  in  both  rush  and 
off-peak  periods. 

Peak  and  other  flows  are  now  "dequj'tely  accommodated  on 
Exeter  Street.   This  street  operates  one-way  northbound. 

Roadway  capacities  on  Huntington  Avenue  exceed  the  pre- 
sent volumes  between  Copley  Square  and  Gainsborough  Street.  West 
of  this  Intersection,  surface-subway  cars  operate  in  the  central 
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reservation  of  the  rc'dwpy  ^nd  the  effective  width  for  vehicular 
trpfflc  Is  reduced.   During  rush  hours  this  Is  alleviated  by  ef- 
fective parking  prohibitions.   Route  flows  In  Huntington  Avenue 
Increase  »s  the  route  proceeds  VTest  from  the  Center.   Because  of 
these  additive  movements,  pnd  restrictive  Intersections,  saturated 
conditions  develop  durlnrr  rush  hours  -■^t  such  locations  as  Rur^fles 
Street,  Brlr_ham  Circle,  and  South  Huntlnrton  Avenue.   At  pe^k  hour 
the  Intersections  pre  saturated  and  bpckups  result — pt  other  times 
there  pre  no  serious  del-^ys  even  though  speeds  throug^h  some  of  the 
Intersections  pre  reduced. 

Intersections  at  Nov;ton  Street  with  Columbus  and  Hunt- 
ington Avenues  now  r^ppro^'ch  sptur^^tlon. 

Stu^'rt  Street  volumes  are  pppropchln^r  saturation  during 
rush  periods.   At  Huntington  Avenue  during  the  evening  rush  hour, 
two  approach  traffic  l=nes  form,  and  trpfflc  moves  efficiently  even 
though  ne^r  capacity  conditions  develop  for  pprt  of  the  hour. 

The  Copley  Squnre  (Huntlngton-Dartmouth-St .  Jr^mes  Street 
intersection  is  mpnuplly  controlled  by  police.   While  during  rush 
hours  it  approj^ches  saturation,  no  accumulated  brckups,  indicative 
of  over  cappclty  operations,  were  discerned. 

Dartmouth  Street  north  of  Huntington  Avenue  permits  two 
moving  lanes  in  eoch  direction.   South  of  Huntington,  the  offset 
alignment  and  reduced  width  restricts  movements  to  single  lane 
operations.   Occasional  peak-hour  bpckups  develop  on  all  approaches 
of  the  Dortmouth-Stu-^rt  Intersection, 

Massachusetts  Avenue  is  6o  feet  vrlde  through  m.uch  of  its 
extent.   In  the  environs  of  the  site,  becpuse  of  double  parking 
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generpted  by  mnny  business  frontf^f^os,  tvro  l?'.ne  oper-'^.tions  In  epch 
direction  pre  not  ^Iw^ys  achieved.   Vehicular  hendwrys  -"re  in- 
creased by  the  Ipr^e  number  of  conmcrcipl  vehicles  using  the 
street.  Both  northbound  md  southbound  flows  pre  sp.turpted  durinr 
rush  hours . 

The  Intersection  of  Mp.sspchusctts  Avenue  pnd  Boylston 
Street  is  the  cpp°city  pnd  speed  bottleneck  along  the  route  and  it 
is  extensivply  trepted  in  this  report.   Intense  business  pctivity, 
frequent  turns  by  transit  vehicles,  pnd  constpnt  left  turn  con- 
flicts p.ll  hinder  intersection  pprformpnce.  The  pedestripn  inter- 
vpI,  while  on  cpll,  is  used  every  cycle,  furthrr  reducing  the  ef- 
fective rre-^^n  period  for  north-south  trpffic.   Congestion  is  even 
pppp.rent  pt  this  locption  during  off-pep,k  hours  vrhen  vehiculpr 
volumes  are  not  as  grept.   Becpuse  of  rush  hour  trpffic  demands  on 
Columbus  Avenue,  key  pppropches  are  saturated  pt  the  Columbus- 
Massachusetts  intersection  during  perk  periods.   At  Westland  Av- 
enue, the  present  signpl  timing  pllotted  to  southbound  Massachu- 
setts Avenue  traffic  is  inpdequ^te. 

Curb  pprkinr  on  Massachusetts  Avenue  is  restricted  during 
peak  hours  (l)  plong  the  west  curb  from  4-6  p.m.;  (2)  along  the 
epst  curb  from  8-10  a.m.  (south  of  Belvidere  Street);  pnd  (3)  from 
8-10  p.m.  and  it~6  p.m.  between  Belvidere  pnd  Bepcon  Streets.   With 
these  restrictions  three  l«ne  operations  do  not  develop.   However, 
they  do  permit  two  through  lanes  around  waiting  left  turning 
vehicles  at  key  intersections. 

Commonwealth  Avenue  hps  a  high  traffic  cappcity  pnd 
operates  at  high  efficiency.   The  present  eastbound  signal  timing 
at  Clprendon  Street  is  restrictive  during  both  rush  pnd  pre- rush 
periods. 
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At  the  Chnrlesp^o.te  Drive  existln?'-  \-^e^Ylns;   of  north-south  tr'^fflc 
on  Commonweplth  tends  to  ■blockade  the  intersection  ^a  volumes 
develop.   Traffic  moves  fluently  through  Kenmore  SqU'-^.re  --^.Ithough 
the  intersection  p.pprorches  s^^.turption.   Curb  parking  is  permitted 
on  the  north  curb.   Another  p^''rklng  restriction  exists  plone;  the 
south  curb  during  the  morninr;  rush  hour. 

The  Boston  University  Bridge  -  Com.monv;ealth  intersection 
is  one  of  the  heaviest  traffic  points  in  the  Boston  ^rep.   At  pre- 
sent it  is  under  police  control  pnd  operptes  in  p.  multiplicity  of 
phpses  to  pccommodp.te  left  turns  off  p.nd  onto  the  bridge.   Key 
approaches  of  the  intersection  pre  spturpted;  during  pe'^k  hours 
b'"ckups  of  trpffic  pcross  the  bridge  are  frequent  pnd  sustained, 

Columbus  Avenue  like  Huntington  Avenue  is  a  rpdial  multi- 
lane  route  which  develops  high  directional  perk  hour  flows.   Satu- 
ration develops  alon?  Columbus  Avenue  during  rush  hours  in  the  pre- 
vpiling  direction  of  flow  pt  its  intersections  with  Mpsspchusetts 
Avenue,  Roxbury  Crossing,  Jackson  Square  pnd  Egleston  Square, 

The  limited  access,  conflict  free  character  of  Storrow 
Drive  permits  it  to  cprry  he-^vy  traffic  volumes  at  high  overall 
speeds.   It  has  diverted  considerable  volumes  from  Bepcon  Street 
alleviating  capacity  problems  from  the  latter  in  the  environs  of 
the  site.   At  Massachusetts  Avenue,  direct  connactions  between 
the  Drive  and  Harvard  Bridge  ^re  provided. 

Ber'con  Street  between  Berkeley  Street  and  Kenmore  Square 
provides  three  moving  westbound  lanes,  in  addition  to  two  pprked 
Ipnes.   Signpls  are  progressively  timed;  pe^k  and  off-peak  traffic 
flox''?3  fluently.   At  Mpsspchusctts  Avenue,  an  pdditlonal  right  turn 
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Ipne   is  provided;  pepk  hour  flows  nre   efficiently  rccommodnted. 

Traffic  opi^rptions  in  the  Pprk  Square  nren  e^st  of  the 
B?>ck  B^'.y  Center  tend  to  be  Impeded  by  rel^.tively  ineffective  use 
of  existing  streets  rpther  th^n  the  l°ck  of  pv^il-'^ble  physical 
ror-dways.   This  condition  exists  even  thou~h  the  officials  have 
done  an  excellent  Job  in  thp  development  of  on-^-way  streets, 
traffic  signal  systems,  =nd  judicious  p^^rking  prohibitions. 
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Ar)pendix  II 

ADDITIONAL  PARKING  DATA 

The  3^ck  B?y  Center  Parking  Are?,  cpn  be  leesed  to  pri- 
vpte  enterTjrise  for  operation  under  requirements  of  the  City's  off- 
street  parking  o^t.   In  terms  of  competition,  demands  and  function- 
al treatment,  it  is  an  attractive  parking  property. 
Demands 

The  parking  garage  is  strategically  related  to  existing 
off-street  facilities  in  its  immediate  vicinity  and  in  downtown 
Boston,   The  Center  is  the  westward  extension  of  many  business 
frontages,  likewise  the  gors>ge  is  the  westward  extension  of  the  off- 
street  facilities  which  now  serve  central  Boston.   The  Center  and 
the  garage  will  intercept  persons  otherwise  destined  for  downtown. 
The  garage  integrates  well  into  the  downtown  parking  pattern;  yet, 
existing  and  contemplated  large  off-street  facilities  are  too  far 
removed  in  terms  of  walking  distances  to  be  competitive. 

Within  a  600  foot  radius  of  the  Center,  there  are  ^bout 

1500  curb  and  off-street  parking  sppces.   Many  of  the  curb  spaces 

are  metered.   These  parking  spaces  are  distributed  approximately  as 

follovrs : 

Along  Curbs 65% 

In  Lots     25% 

In  Garages 10^ 

Tot"l    100^ 

Observations  of  existing  parking  practices  reveal  a  high 

degree  of  curb  usage  during  midday  periods.   Usage  on  most  principa] 

streets  was  found  to  exceed  75%   of  the  curb  spaces  available* 
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When  the  Center  le  developed,  It  Is  rersonn.ble  to  expect 
thpt  there  will  be  ^bout  >4-0   per  cent  loss  in  the  existing  sp'-^.ces 
pvn.llpble;  within  p,  300  foot  radius  over  h^lf  of  the  existing 
sppces  would  be  lost.   Currently,  there  pre  severp.l  pp.rklng  lots 
on  the  Center  site;  these  have  p,  cnppcity  of  pbout  300  spp.ces. 
Some  curb  pp.rliing  spPces  would  hpve  to  be  eliminpted  to  effect  the 
proposed  trp.fflc  plpn.   The  net  pprkinr  spaces  pvp.ilpble,  within 
the  600  foot  radius  of  the  developed  Center  would  be  distributed 
ppproxlmptely  as  follows: 

Along  Curbs ^6;1 

In  Lots k% 

In  Garages   .....  10^ 

Totpl    60^ 

It  is  apparent  that  the  parking  potentials  of  the  Center 
Garage  are  excellent.   In  addition  to  the  demands  generated  by  the 
removal  of  existing  parking  f'^cilitles  r,t  pnd  rdjacent  to  the  site, 
the  generptlng  capacities  of  the  Center  will  develop  sufficient 
dempnds  to  make  parking  operations  finpnclally  feasible.  Average 
daily  pprklng  dempnds,  even  in  excess  of  the  spaces  pvailpble  can 
be  demonstrated.   Approximate  pprklng  requirements  on  an  average 
shopping  day  exceed  6000  pprklng  spaces.   This  demand  is  distri- 
buted PS  follows: 


Retail  Area  .... 

.  60fo 

Hotel  and  Motel  .  . 

.    5^ 

Office  Buildings   . 

.  IQ  fo 

Railroad  Station 

.   1% 

Center  Totpl 

Qkfo 

Convention  Hall  .  . 

.  16>^ 

Grand  Total  .  . 

.  100^ 
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Even  greater  p-Tklng  demr'.nds  will  be  developed  during 
pepk  holiday  shopping  periods.   Increased  us°ge  of  the  outoraobile 
PS  a  me^^ns  to  tr?vel  -  as  is  the  tendency  -  V7ill  increase  dem^^nds 
potenti-'^l  to  the  B'^ck  B-^y  Center  in  future  ye^rs.   There  is  ^n  ex- 
ceptional diversification  of  the  p--^rking  demands: 

Short-time  porkers  v/ill  include  persons  destin^^d  for  the 

food  m-^rket,  restaurants,  the  r-^ilro^d  st'^tion, 
the  b^'nk;  shoppers,  and  business  visitors. 
Long-time  p^-rkers  include  persons  destined  for  hotels  ^nd 
employees  of  the  office  buildings  -"nd  other 
est^^blishments  . 
Evening;  p^'rking  dem^^nds  will  b°  gener^-ted  by  the  Convention 
Hf'll,  hotels,  shopriing  '^re'^,  restaurants  -^nd 
npprby  entertainment  screes. 
Overnight  p^'rking  demands  v/ill  be  developed  by  persons  ^t  the 

hotels,  p-nd  by  residents  ne=r  the  Center. 
Some  Contr^^ct  °s  monthly  parking  c^n  b^  expected  from 

employees,  hotel  guests,  nearby  residents  ^nd 
others . 
The  megnitude  «nd  diversification  of  parking  demands 
will  give  the  operators  wide  l^^titude  in  developing  operating 
pr==ctices. 
R°te3 

There  is,  of  course,  e  v^ri-'^nce  in  the  rat"  structure  of 
the  off-street  perking  ^re-^s  in  Centrj'l  Boston.   For  city  desig- 
nated gprpges,  PS    the  B'^ck  B^^y  Center  Parking  Area  would  be,  there 
is  a  r-^te  structure  effected  by  legislation,  which  must  be  applied, 
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This  rp.te  structure  is  sllt^htly  lower  th^.n  rptes  In  effect  in  the 
core  prep,  of  Boston.   It  is  p,s  follows: 

8:00  A.M.  -  6:00  P.M.  daily  (including  Sundays  p.nd  Holidays) 
35!2^  -  first  2  hours  or  fr^'ction  thereof 
25^  -  third  hour  or  frpction  thereof 
10?^  -  for  e^ch  succeeding  hour  or  fraction  thereof 
$1.00  -  mpxlraum  chprge  for  ^    continuously  p'^rked  vehicle 
6:00  P.M.  -  12:00  P.M.   -  35^ 
12:00  P.M.  -  8:00  A.M.   -  355^ 

It  is  sugr^ested  thpt  monthly  contract  parking  be  de- 
veloped.  Bpsed  on  prevpiling  rptes  in  the  are^  ,  p  ch-Tge  of  p.bout 
$25.00  per  month  could  he  collected. 
Desirn  and  Operation 

The  Bpck  Bay  Center  Pprklng  Area  hps  been  carefully  de- 
signed for  customer  pprklng.   It  hPs  employed  llberpl  dimensions. 

Columns  pre  removed  from  p^'rking  circulptlon  aisles. 
All  pprklng  preps  hpve  been  uniformly  oriented;  circulation  pl^^ns 
pre  simple  ^^nd  obvious.   Cashier  and  attendpnt  locptions  are  stra- 
tegically placed.   Possibilities  exist  for  the  sectionplization  or 
compprtment^lization  of  the  garpge,  if  conditions  warrpnt.   Epch 
pprklng  section  would  be  partlculprly  designpted.   Consideration 
is  being  given  to  the  use  of  various  color  schemes  to  delineate  the 
vprious  p-'irking  areas. 

It  should  be  noted  that  throughout  the  United  States, 
the  Iptest  trends  are  townrd  using  a  system  where  each  customer 
pprks  his  vphicle  in  preference  to  an  pttend^nt  parking  system. 
The  basic  repsons  for  this  are: 
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1.  Customers  p^r^^:  their  ovrn  c-'^rs  ^^nd  ^re  ^ble  to  lock 
them  persorif^lly. 

2.  A   minimum  of  reservoir  sp^ce  is  required. 

3.  P-'^rkinr  c^'.ppcity  is  increp.sed  since  the  nrer,  of 
reservoir  sp^ce  is  reduced. 

^'.      The  op=rptin~  expenses  ^-.ro  reduced  since  fewer 
attendants  pre  required. 

5.  This  type  of  f.-^cility  is  suited  for  both  short-term 
^nd  long-term  parkers. 

6.  Hl.^her  parking  turnovers  pre  encouraged. 

The  parking  ^re^s  h^ve  be=n  designed  so  th^.t  they  c^n 
be  pdppted  to  pn  putomptic  integrp.ting  device  or  some  other  simple 
centrplized  control. 

Pedcstripn  circulption  hps  been  given  cp.reful  consider- 
ption.   Stp.lrs,  exits  p.nd  r-^mps  provide  convenient  pcceas  from  the 
parking  prers  into  the  Center  proper.   Rest  rooms  pnd  wpltlng 
fpcilities  pre  provided. 

Adequpte  levels  of  illuminption  will  be  mpintrined. 

Control  contpct  points  betwe^-^n  the  ring  rop.d  pnd  the 
vprious  parking  preps  permit  stp.ndprd  gprpge  operptlon  procedures: 

1.  Customers  would  receive  p  tlck'-^t  upon  entering. 

2.  When  lepvlng  the  Center,  they  would  ppy,  hpve  their 
ticket  vp.lidpted,  pnd  then  pick  up  their  err, 

3.  The  receipted  ticket  would  be  surrendered  upon  exit 
from  the  pprking  p.reps  onto  the  ring  ropd. 

This  method  of  operptlon  will  elirainpte  delpys  during 
hours  of  pepk  trpffic  movements. 
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Complete  fleviblllty  will  be  afforded  the  g=^rs>ge  operp.- 
tor  in  the  control  of  ^ntry  p.nd  exit,  '^nd  in  use  of  vrrlous  sec- 
tions of  the  g«r?.ge. 
Automotive  Servicing 

With  the  gprage  operated  under  the  City's  municlp'^l 
parking  ?cts,  automotive  servicing  facilities  cnnot  be  developed 
within  the  garage  are^.   It  is  required  thnt  the  entire  nre^  be 
used  exclusively  for  parking.   However,  plpns  provide  for  the  re- 
tention of  some  gprage  space  under  private  mrn^geraent  so  th^t  Pde- 
qur'te  servicing  c«=n  be  developed  by  the  g-^r-'^ge  oper-'^tor  for  the  en- 
tire garage  ^re-".   In  other  words,  the  opp^rator  le'^sing  the  muni- 
clp-'^lly  controlled  garage  fre^  c^n  f'lso  le»se  from  the  Center 
mon«^gement  ■'^n  f'dequ-'^te  g^r^^ge  sp^ce  for  the  s«le  of  gasoline, 
automotive  accessories  p'nd  fuels. 
Access 

As  alres'dy  described  in  the  report,  ^^11  parking  pre^s 
ore  repdlly  siccessible  from  the  ring-ro^d.   They  r^re  distributed 
throughout  the  Center  with  regard  to  porkers'  destln='tions .   There 
«re  at  le^st  two  opportunities  to  enter  pnd  le^ve  e=>ch  prlncip'=l 
perking  level.   A  complete  system  of  intern^^l  r^mps  permits  con- 
venient and  flexible  intr^flow  movements  ^nd  provides  e^sy  access 
to  lower  p-^rking  levels.   In  addition  there  are  several  direct 
cont-'^cts  to  lower  levels  from  Huntington  ^nd  Exeter  Streets. 

Motorists  will  enter  thp"  3"ck  3ay  Center  In  the  m^ny  ju- 
diciously plpced  street  contPct  points.   They  will  circul^^te  plong 
the  ring-road  and  enter  their  desired  p^^rklng  area.   They  will 
quickly  p»rk,  lock  thpir  c^rs,  ^^nd  proceed  vin  esc-'^l^tors ,  pl^nnf^d 
welkwpys,  and  stairways  to  the  Center  proper. 
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PEAK    STREET    AND     BACK  BAY   CENTER    TRAFFIC    HOURS 


M  r^ 


,^, COMMONWEALTH       Y/\ AVL Y/X 


^<^////////////^^/^^^^^^ 


ROADWAY  CAPACITIES  ARE  PROPORTIONAL 
TO  THICKNESS  OF  BANDS  SHOWN.  ARROWS 
INDICATE   NUMBER   OF   MOVING    LANES. 

2000 
]  1000 

VEHICLES  PER  HOUR 


14i/L.S^:/l, I^....:.i» 


>- 
< 

< 
o 
tr 


\ 


\\ 


7I'42     052 


BOSTON  PUBLIC  LIBRARY 

lllillllllillilii 
3  9999  06314  721  7 


